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First Public Railway at Newcastle 
q)! the various dates which may properly be celebrated 
as the centenary of a railway enterprise, that most 
favour is the completion of its main line, and on this 
sis the Newcastle & Carlisle Railway completed 100 
irs on June 18, 1938, when the opening of the 11 
les between Blenkinsopp Colliery and Haydon Bridge 
mmpleted through rail communication for the first time 
etween the east and west coasts of England. Neverthe- 
ss, the important city of Newcastle itself was still with- 
railways and access from the Newcastle & 
Carlisle lime was by boat across the River Tyne. It is 
erefore legitimate that the L.N.E.R. should consider 
e present month also worthy of notice, for it was on 
May 21, 1839, that the extension trom Blaydon to the 
Shot Tower, Newcastle, was opened. This linking of the 
Newcastle & Carlisle Railway with the first town of its 
title was made possible by bridging the Tyne at Scotswood 
id the construction of 3? miles of line to the temporary 
near the Shot Tower. Although, as we have 
entioned, this portion was opened exactly 100 years ago, 
was not until October 21, 1839, that a regular service 
if trains established. The first Scotswood bridge 
as an oblique bridge of novel construction 35 ft. above 
low water. It was designed by John Blackmoor, Engi- 
eer to the Newcastle & Carlisle Railway, and the con- 
ctor was Mr. C. Burnup. This bridge was destroyed 
»y fire on May 9, 1860, and a temporary bridge was con- 
the west side of and adjoining the site of the 
bridge, to carry line of traffic. These con- 
itions continued until the existing Scotswood Bridge, a 
wrought-iron structure in six spans, was constructed in 

1858-71 on the site of the original bridge. 
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Empire Communications 

The idea of sending a cable to friends overseas is one 
which many in the past have entertained only in an emer- 
gency. Nevertheless it has always been attractive, even 
if not justified, rather like the dream of travel by Conti- 
nental boat train to one normally obliged to spend his 
holiday within these shores. Therefore there must have 
been a wide and sympathetic reaction to the scheme whereby 
Cable & Wireless Limited at the beginning of this month 
launched a cheap rate for ‘‘ social messages’’ to the 
Empire. For one day messages of this description wer: 
transmitted by the company free of charge from and to 
Great Britain, and some 300,000 were handled, as against 
the estimated traffic of 100,000 or so. These figures were 
quoted by the Chairman of Cable & Wireless Limited, Mr. 
Edward Wilshaw, at the recent annual general meeting of 
the company. He said that the large number of apprecia 
tive letters he had received clearly showed what a future 
there was in these days for a scheme that would facilitate 
a strengthening of personal relationships between different 
parts of the Empire. Mr. Wilshaw also related how last 
September the company had offered to install at its own 
cost emergency wireless telegraphy and telephony sets at 
cable stations throughout the Empire where no such facili- 
ties existed. 

* * * * 


The Week’s Traffics 

For the past week the four main-line railways show an 
increase of £187,000 in comparison with the correspond- 
ing week in 1938, and the aggregate drop for the nine- 
teen weeks of the year has now been brought down to 
£1,045,000. 


19th Week Year to date 





—" 
Coal, &c. Total Inc, or Dec. 
{ ° 
18,000 
34,000 
19,000 


3,500 


Pass., &c. Goods, &c. 


435,000 —1-93 
491,000 —2-94 
72,000 —0-77 
47,000 —0-6 


69,000 _ 
60,000 
44,000 
14,000 - 


% 
47,000 
23,000 
22.000 


6,500 


4,000 
3,000 
3,000 + 
4,000 


The 1937 week with which the following table makes com- 
parisons included the Coronation and the London bus 
strike 

Year to date 


19th Week 





Pass., &c. Goods, &c. Total 
£ f 
218,000 + 102,000 
114,000 53,000 
96,000 36,000 
132,000 4- 13,500 


Inc, or Dec. 

£ 0 
701,000 

5 9,000 

112,000 . 
23,000 0°33 


Coal, &c. 
f f 
80,000 —_ 
25,000 
16,000 
113,000 — 


Compared with the first 19 weeks of 1937 the earnings 
of the four companies to date in 1939 show an increase 
of £238,000 from coal, but decreases of £480,000 from 
passengers and of £1,113,000 from merchandise. 


32,000 
3°,000 
14,000 
5,500 - 


* * * * 

Railway & Canal Commission Report 

The Report of the Railway & Canal Commission for 
the year 1938 shows one change in the personnel of the 
Court, as Mr. Justice Wrottesley in October last suc- 
ceeded Lord Finlay as the Ex-Officio Commissioner for 
England and Wales. Lord Carmont continues to be Ex 
Officio Commissioner for Scotland, and Lord Justice James 
Andrews for Northern Ireland. When he was at the Bar, 
Mr. Justice Wrottesley had a large practice in railway 
cases. Pending and fresh applications during the year 
numbered only 24, against 106 in 1937. During the 
early part of the year the Commission completed the hear- 
ing of four appeals outstanding from the first quinquennial 
valuation roll of the Great Western Railway and three 
from that of the L.M.S.R. On April 8, 1938, an agree- 
ment between the Southern Railway Company and _ the 
Southampton Harbour Board Tramway was approved by 
the Commission. Most of the applications were under 
the Mines (Working Facilities and Support) Acts. One 
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f these was an application by South Kirby, Feather- 
stone & Hemsworth Collieries Limited, against which ob- 
jections were raised, among others, by the Midland & 
North Eastern Railway (Swinton and Knottingley Joint 
Line), and the L.N.E.R. Company. In this case there 
was a settlement by agreement, and the application was 
iwn. The Commission considered and granted an 
application by the Beckermet Mining Co. Ltd., a sub- 
sidiary of the United Steel Co. Ltd., which wished to 
explore and develop a new area of iron ore in Cumberland. 
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* * * * 








Overseas Railway Traffics 

All the four principal Argentine railways have been 
showing increases in their traffic returns during the past 
fortnight. The Buenos Ayres Western, with an improve- 
ment of £22,208 in the two weeks has brought its increase 
year to date up to £30,024. On the Central 
Argentine the gain in the fortnight has been £56,823, 
and the Buenos Ayres & Pacific, with its improvement of 
£21,340 in the two weeks has brought its decrease on the 








for the 


















year down to £3,041. The Buenos Ayres Great Southern 
increase in the fortnight has been £4,405. 
No. of Weekly Ine. or Aggregate Ine. or 
Week Traffics Decrease Trafic Decrease 
4 4 ‘ 4 
B 4 & Pacific 16th 99,442 10,670 4,065,699 3,041 
B \ s Great Southern 46th 130,893 3.288 6,627,109 263,398 
B 4 \\ ter 46th 59,615 15,694 2,118,424 30,024 
Ar t 46th 136,377 31,963 5,423,833 108,677 
( Pp th 500,400 21,000 8,392,200 203,200 
! 1 Central India 6th 263,100 12,525 1,060,275 - $4,700 
The Great Western of Brazil Railway has added £3,200 
to its previous increases during the past fortnight, and is 





£46,500 up on the vear. 
* * * x 
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Nitrate Railways Company 

\lthough the gross revenue tonnage carried by this com- 
pany in 1938 increased by 420,541 metric quintals, the 
eross receipts showed a decrease of £10,521 due to the 
educed tariffs for nitrate, coal, and petroleum traffic in 
force as from April, 1938. Working expenses were £1,511 
lower, notwithstanding higher currency salaries and wages 
rates and additional contributions under the Chilean social 
laws. Differences in exchange were reduced from £25,612 
to £6,564, and the dividend recommended is 1} per cent. 

1 the ordinary and preferred converted ordinary shares, 
against 1 per cent. for 1937, which was the first dividend 
paid since 1930. 
















1937 1938 
Mile Ss Open ° 387 387 
Goods carried (metric quintals) 4,520,430 4,940,971 
Operating ratio, per cent 93-63 101 -37 





£159,421 £149,200 
£152,758 £151,248 
{6,663 Dr. £2,048 


(;ross receipts 
Working expenses 
Net receipts .. 7 








The Iquique—La Noria section, of which the concession 
expired in July, 1936, continues to be worked under a 
provisional rental payment of about £4,800 to the Chilean 
Government. 






* * * * 






The Centenary of Photography 

It was at the house of the Society of Arts in December, 
1852, that the first public exhibition of photographs was 
held, and early in the next year the Royal Photographic 
Society was founded, under the @gis of the Society of 
Arts, as a direct result of that exhibition. It is par- 
ticularly appropriate, therefore, that the centenary of 
practical photography should be marked by a joint meet- 
ing of the two societies, and this was held on Wednesday 
evening last, May 17, at the premises of the Royal Society 
of Arts. The claims of 1839 to be regarded as the birth 
year oi photography are remarkably comprehensive, for 
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no fewer than four experimenters announced thei1 
cesses within a week or two of one another. 
were William Henry Fox Talbot, whose process was 
lished on February 2t; the Rev. j. B. Reade on M: 

Sir John Frederick Wiiliam Herschel on March 14 | 
Louis Jacques Mand4 Daguerre on June 7. Modern 
reering owes an incalculable debt to the various bra 

of photography, not the least of which is that photog: 

has made possible the modern illustration processes 

by the technical journal. 


The Se plo 


* * * * 


Workers’ Control 


In Ferronales, the staff journal of the Mexican Nat | 
Railways, Senor Salvador J. Romero, the Gen | 
Manager, makes an appeal to the employees in a sig: od 


front page letter. He says that, while the more 
scientious of the workers are co-operating loyally in 
efforts of the administration to work the railv 
efficiently, others have apparently failed to realise the \ 
importance of a united effort on the part of all the s 
from the highest to the lowest, to show that the work. rs 
are capable of running a great public service. [his 
appeal of the General Manager of the Mexican National 
Railways coincides with recent criticisms arising out of 
the frequent accidents that have occurred on the syst 
Some of these it is claimed have been attributable to worn 
equipment, due to the restriction placed upon renew 
but in other cases there is said to have been neglig« 
and lack of discipline. The administration of the Nationa! 
Railways of Mexico was confided to the workers last y: 
in circumstances described on page 449 of our issue of 
September 9. In an editorial commenting on the 
arrangements (THE RAILWAY GAZETTE, June 10, 1938, 
1,097) we expressed doubt as to the practicability of tiis 
novel method of administering the Mexican railways 


* * * * 


A Sydney Railway Map 

A glance at page 814 this week will probably persuac 
many readers that we have reproduced one of the famil 
London Transport pocket folder maps of the tube and 
underground railway system. Closer inspection will sh« 
that it is, in fact, the New South Wales Railway Depart 
ment which has paid the L.P.T.B. the compliment of 
copying for local use the format of those useful publica 
tions, even adopting the “‘ bar and circle ’’ device that 
means ‘‘ Underground ’’ all over the world. The map is 
diagrammatic in form, and shows the suburban railwa\ 
lines radiating from Sydney. The City Underground lines 
occupy only a minute proportion of the map proper, but 
are shown to a larger scale on the back, with a street 
plan and indication of station entrances. The original 
map distinguishes the various lines by colours, and to 
preserve the distinction in our black-and-white repro 
duction we have provided our own key. A curious 
similarity with the London Transport map is observab! 


in the top left-hand corner. The line to Broken Hill 
might well be the ‘‘ Met’’ to Harrow, Watford, and 
Aylesbury, with Blacktown as Wembley Park and th 


branch to Kurrajong looking very much like the Stan 
more line. 
*K oo * + 


The Good Wife 

Lord Stamp, addressing the Marylebone Chamber of 
Commerce last week, said that the British railways wer 
like a good wife, in that they were inclined at time 
to be taken for granted. Nevertheless they had neve 
played a more vital part in the life of the country than 
at this time of international unrest, when rail transpor' 
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in essential part in all the Government plans for 
uation, maintenance of food supplies, movement of 
is, and carriage of munitions. Lord Stamp went on 
fer to the critical point reached in the railways’ own 
irs, remarking that the present apparent lull in their 
il for equal treatment with their competitors did not 
y that the matter was less urgent. It was now a 
er of waiting to see how the recommendations of the 
isport Advisory Council would be put into effect, and 
lis respect, said Lord Stamp, the railways had every 
pathy with the new Minister of Transport at finding 
mplicated and pressing a subject one of the first to 
lealt with on taking up his duties. He did not, how- 

apprehend sudden changes seriously affecting any 
The new measure was designed for a transient 
xd of a few years, which was a great protection to 
trader. 


rests. 


* * * * 

Aiserian Railway Administration 
n our issue of October 4, 1935, we made brief editorial 
rence to the changes that had taken place in the ad- 
istration of the Algerian railways since 1921. It will 
remembered that in that year the lines in Algeria were 
onstituted under two managements, one attached to the 
nch P.L.M. Company and controlling, generally speak- 
the lines west of Algiers, the other under the Algerian 
ite and taking charge of the lines east of the capital. 
1933 the arrangement was modified so that questions 
policy affecting both systems could be referred to a 
nt authority—otherwise the division of railway working 
nained unaltered. When, however, on January, 1, 
1938, the French main-line companies, including the 
P.L.M., were merged into the National Railways Com- 
pany (S.N.C.F.) the question of the management of the 
\igerian lines necessarily came up afresh. Negotiations 
ent on all through 1938 until December 31, when it was 
ided to reconstitute the lines under a single manage- 
ent, 1’Administration des Chemins de fer Algériens. The 
F.A., as it is called for short, is under the authority 
the Governor-General of Algeria, who appoints a re- 
sponsible General Manager. The General Manager works 
i conjunction with a managing committee and an advisory 
board; the four members of the committee hold office for 
three years under the Governor-General, and the 22 con- 

iltants similarly. 


* * * * 


‘‘Crewe Pupils and Premiums ”’ 


In last week’s issue in our account of the annual Crewe 
linner, Mr. G. Glynn Terrell was reported as expressing 
he regret of all Crewe men at the decision of the directors 
f the L.M.S.R. not to take on any more “‘ premiums or 
pupils ’’ at Crewe works. We understand that this state- 
ment is rather misleading in so far as it referred to pupils. 
(he present practice of the L.M.S.R. Company with regard 
to the training of young men is that at Crewe, Derby, 
Horwich and St. Rollox pupils are taken who are usually 
raduates from one of the _ universities. Although 
‘premiums ’’ are not taken, training is given to young 
men who have matriculated or have passed the school 
certificate examination and these lads are called engineer- 
ng apprentices and have exactly the same training as the 
ld premium apprentices previously had. The other class is 
he trade apprentice, and it is possible by industry and the 
possession of the necessary technical qualifications for the 
latter to become engineering apprentices, and it is from 
the pupils and the engineering apprentices that suitable 
men are selected for training in the drawing office and 
from this group also suitable young men are selected for 
filling vacancies in the executive positions. 
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Checking the Crocodile 


As is well known to signal engineers, the crocodile, or 
ramp, cab signal systems extensively used in France are 
operated on the open circuit principle. A certain per- 
centage of failures is unavoidable, however great be the 
care taken in maintaining the electrical equipment, if only 
because the adverse effects of the weather can never be 
completely eliminated. Nevertheless, the wide use made 
of the brush ramp system makes it unlikely that it will 
be superseded for some time, if at all, and proposals have 
therefore been brought forward for supplementing it with 
a permanent magnet inductor device designed to provide 
an effective check on the functioning of the ramp 
apparatus every time a signal is passed. Failure to pick 
up the cab signal current is thereby at once notified to 
the driver. The attachment also enables three running 
indications to be given in the cab, instead of two, as at 
present. A description of the scheme appears in the 


Bulletin of the International Railway Congress Association 
(French edition) for April, 1939, and as usual will appear 
in due course in the English edition. 


* * * * 


An Occupation Crossing Accident 

Major G. R. S. Wilson’s report on the unwitnessed fatal 
accident at the North Hendre occupation crossing, 
L.M.S.R., on October 15, 1938, will be found summarised 
on page 837. A motor cycle was run down by a rail 
motor train and the rider killed. The crossing has been 
in existence for very many years and for a long time 
served purely agricultural interests. For some years past 
mining has been going on nearby and the user of the 
crossing has been fairly considerable in recent years. 
Major Wilson considers that failure to see that gates were 
kept locked and to enforce proper discipline among the 
workmen using the crossing, combined with certain other 
circumstances, made a serious accident inevitable sooner 
or later. The crossing could be abolished by making a 
short length of road elsewhere, if agreement could be 
reached by all concerned. So far this has not proved 
possible and Major Wilson proposes the provision of 
watched gates or barriers worked from a signal box 200 
yd. distant, or visual warning indicators. With the 
latter, of course, practically the only risk would come from 
sheer negligence on the part of road users, an ever-present 
characteristic. 

* 

Seconds Count 


The L.M.S.R. Operating Department journal On Time 
points in its May issue to some of the less-considered 
methods of working for punctuality. Employees are en- 
joined, whether on duty or not, to make a point of clos- 
ing compartment doors on leaving a train, so saving plat- 
form staff much last-minute exertion when a train is due 
to leave but somebody in the leading coach has got out 
and left the door swinging open. This is a matter in 
which the setting of an example to the public—often 
careless in this respect—is probably considered as useful 
as the seconds saved by thoughtfulness on the part of 
railway servants. A less obvious recommendation is that 
of closing the windows of a compartment on alighting 
and leaving it empty, as a precaution against the ingress 
of rain. Failure to do so involves station staff in that 
form of dexterity which consists in shutting windows from 
the outside by a deft action of the hands, somewhat in 
the way that gunmen of the Middle West were wont to 
‘‘ fan the hammer ”’ (or cock the six-shooter) by a motion 
of the palm smoothly combined with the movements of 
drawing and firing the weapon. 
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The Great Western Railway 
and Electrification 

N February, 1938, the Great Western Railway an- 

nounced that in view of the increasing cost of steam 
working, Messrs. Merz & McLellan, consulting engineers 
of Westminster, London, S.W., had been engaged to 
investigate the economic advantages of electrifying the 
company’s main line between Taunton and Penzance, 
and the branches connected thereto. This section of the 
line was chosen because, whilst it is virtually self-contained 
for operating purposes, it forms part of the main line from 
London to the West of England, and therefore any system 
of electrification adopted could readily be extended. An- 
other important consideration was that the severity of 
the curves and gradients in Devon and Cornwall result 
in the operating costs being materially higher than on 
comparable mileages in other parts of the company’s 
system, thus affording greater scope for possible economies 
by the use of electric traction. 

Messrs. Merz & McLellan have recently completed their 
investigations, and their conclusions have, we understand, 
been considered and approved by the Great Western board 
of directors. The firm’s report states that, as a prelimin- 
ary, the statistics of traffic and working costs for each 
of the branch lines in question were carefully considered, 
and it was found that, in nearly every case, the average 


annual traffic density throughout the year is insufficient 
to justify the capital cost of electrification. Operating 
ind other considerations made it desirable, however, to 


include in the proposed scheme the Kingswear branch, 
including the line to Brixham, the Par-Newquay branch, 
the Cornwall mineral lines, and the Par—Fowey—Lost- 
withiel loop lines. These branches, with the main line 
from Taunton to Penzance, represent 232 route miles and 
583 single track miles. The consultants report initially 
that the severe gradients and curves in this area not only 
necessitate unusually high engine power, but also limit the 
permissible speed, with the result that it is impossible to 
provide for any spectacular speeding up by means of 
electrification. Their estimates of working cost have there- 
fore been compiled on the assumption that the average 
speed of all classes of trains would remain unaltered. 
investigations showed that about two-thirds of the train 
mileage over the main line section is passenger and one 
third freight, and the report states that the average annual 
engine-mileage per mile of single track is practically the 
same as that which was regarded as justifying electri 
fication in the case of the L.N.E.R. An analysis of the 
traffic revealed, however, that the bulk of this mileage 
is run during the summer months and is concentrated par- 
ticularly in a few hours during the middle of the day 
at week-ends. This fact necessarily involved a_ higher 
capital expenditure on fixed equipment and locomotives 
than would be necessary if the flow of traffic were more 
uniform. A further feature is that the necessity of chang- 
ing from steam to electric locomotives at Taunton, 1 
other large stations which might be preferable for opera- 
ting reasons, would, owing to the heavy incidence of the 
summer traffic, necessitate an appreciable expenditure on 
additional facilities at these points. 

The Order issued by the Ministry of Transport in 1932 
requires the railway companies, when electrifying any 
section of their line, to adopt the direct current system, 
with collection from a third rail at 150 volts, or from 
an overhead line at 1,500 volts, or, with the Minister’s 
sanction at 3,000 volts. The consultants are satisfied that 


on all practical and economic grounds the overhead system 
is preferable for the Taunton—Penzance line and, for a 
variety of reasons, they have based their estimates on the 
use of current at 3,000 volts. 


Very careful examination 
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of the line, however, showed that owing to the unu 


high proportion of curved to straight track, .shorte1 -“ 
than normal would be required between the st) ec 


carrying the overhead wires on 61 per cent. of the 
in order to maintain the conductors in their prope: 
tion over the centre of the track. This would i 
additional cost, while the installation of the overhead 
ductors would also necessitate fairly heavy expen 
in raising bridges, re-siting water columns and si 
&c. So far as electric locomotives are concerne: 
engineers consider that it would be more economi 
provide a small number of locomotives suitable fi 


heaviest passenger and freight trains, and three 
and less powerful types for other purposes. Alto 


it is estimated that about 164 electric locomotives 
be required which, for various reasons, would replac: 
almost the same number of steam locomotives. Th 
capital cost of electrifying the lines mentioned is esti 
at over £4,000,000, while the balance of saving in 
ing costs available for interest on the net capital exp 
ture is calculated to work out at less than one pei 


The investigations have thus revealed that this secvion 
of line is not particularly suited to electrificatio \ 


reason of its physical characteristics, the nature o 
traffic and the wide variation between winter and su 
trafic density, while the high 
is another adverse factor. In these ci 
informed the Great Western Railway board of directors 
has decided not to proceed with the project. 


cost of electric locomot S 


umstances we 


+ * a - * 


Notable Resignalling in Ulster 


MHE resignalling of Coleraine Junction, on the Northen 

Counties Committee lines of the L.M.S.R., iS 
resulted in a most comprehensive layout. In 
obtain the maximum co-ordination in the working of whiat 
is at times, for a single line route, a very busy junction, 
the south signal box has been closed, control of the whol 
area now being concentrated at the north, or Junction 
box. Colour-light signals have replaced the 
balanced semaphores, standard for mechanical signalling 
on the N.C.C. system, and the details of the installation, 
described in an article on page 819, show that it follows th 
general trend of power-signalling practice on this side of the 
Irish Sea, as, for instance, in the use, for the first time in 
Ireland, of illuminated junction indicators instead ol 
splitting signals. The adoption of position-light shunt 
signals is also interesting, while there has been a reversion 
to the multi-lens type of main colour-light signal. The 
use of what has come to be called the electro-mechanical 
type of locking frame perpetuates previous N.C.C. practice, 
one of the earliest examples of this type on this line being 
that installed at York Road, Belfast, some thirteen years 
ago. 

One of the most interesting features of the new signalling 
at Coleraine is the working of the 4?-mile long section 
southwards to Macfin. To have retained the _ tablet 
working would not have been convenient, and it was 
therefore decided to abolish token working altogether and 
rely on continuous track-circuiting between the two places 
A close parallel to this method of working has been in use 
for some time on the L.N.E.R. on the single-line section 
between Castleford and Ledston; this latter installation, 
however, applies to a branch with a comparatively small 
amount of traffic, whereas the Coleraine-Macfin section 
forms part of a fast-running main line, carrying in th 
holiday season a fairly frequent express service. In both 
installations a system of electric direction-control levers 
compels co-operative working between the signalmen at 
both ends of the section before the starting signa! 


orde! to 


centre 
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ther end can be lowered. Co-operative action is also 
ssary to cancel a movement signalled and not required 
ke place, and is in any case effective only if the section 
ar. 


* * * * 


Alsace-Lorraine Railways 


Alsace-Lorraine Railways for 
have lately received, is the last 
the system as an independent undertaking, since 
s formed part, as from January 1, 1938, of the 
ch National Railways. The Alsace-Lorraine system, 
igh owned by the State, was operated, with the 

laume Luxembourg line of 207 km. of line, from a 

tral administration at Strasbourg, separate from that 
the State Railways. The total length of line in opera- 

at December 31, 1937, was 2,312 km., against 2,302 

at the end of 1936, and the increase of 10 km. was 

to the opening to public traffic on August 9, 1937, 
the Lesseux—Ste. Marie aux Mines section of the St. 

Sélestat line. In addition, the administration worked 
separate account a local line of 20 km. from Colmar 

Lapoutroie on behalf of the local authorities. Traffic 
cipts of the main system and the Guillaume Luxem- 
irg amounted in 1937 to fr. 922,476,801, an increase of 

278,247,318 or 43-2 per cent. in comparison with 1936, 
| the gross earnings of fr. 939,099,617 represented an 

rease of fr. 282,674,799 or 43-06 per cent. In working 
venditure there was an increase of fr. 310,760,873 or 

{0 per cent., and the loss on working was greater by 

28,086,074. The total net deficit chargeable to the 
ommon fund was fr. 368,496,173, against fr. 323,485,932 
1936. 

Passenger receipts improved by fr. 37,265,550 or 27°75 
cent. The increase was partly due to the higher 
iffs operative from July 21, 1937, but in fact the pas- 
ger-kilometres throughout the year showed an ex- 
pansion of 14-57 per cent. A temporary revival in trade, 
the institution of holidays with pay, and the Paris inter- 
national exhibition were factors influencing the increase. 
In merchandise receipts there was an advance of fr. 
240,981,768 or 47-3 per cent. Higher tariffs put in force 
July 13 and August 16, 1937, accounted for some of 
this increase, the greater part of which was due to the re- 
vival in trade. Grande vitesse tonnage increased by 8-2 
per cent. Petite vitesse tonnage was 15:3 per cent. 
reater, chiefly in the heavy traffics. Coal and coke 
tonnage, representing 34-29 per cent. of the total, increased 
by 2,450,348. Mineral tonnage, representing 31:07 per 
cent. of the total, was 1,996,275 greater, in internal and 
in external traffic principally with Germany. Traffic in 
produits métallurgiques amounted to 4,207,560 tonnes, an 
increase of 26 per cent. Operating results were :— 

1936 1937 
55,956,043 59,313,898 
25-628 27-698 
37,850,433 43,815,200 
69 -622 69 -604 

‘" .. 26,734, ay 28,313,354 
per cent “ee 117-3 115-13 
Francs Francs 
134,386,434 171,651,984 
509,843,049 750, 824, 8! 7 
656,424,818 
770,409,176 
113,984,358 


report of the 
1937, which we 


Number of passengers at 
\verage passenger journey, km... 
Merchandise (p.v.), tonnes 
\verage p.v. haul, km 
lrain-kilometres 
Operating ratio, 
Passenger receipts 
\ilerchandise receipts 
Gross receipts 
Working expenditure 
Loss on working 


1,081,170,049 
142,070,432 
The increase in working expenses was caused largely 
by the introduction of the 40-hour week, the raising of 
alaries and wages, increased contributions to pensions, 
higher prices of materials, and the devaluation of the 
French franc in respect of certain expenses payable in 
foreign currency. The 40-hour week also caused the less 
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effective use of locomotives and keeping them standing 
longer in steam. On the other hand, there was an im- 
provement in the efficiency of shunting engine user, and 
a more intensive user of engines in general traffic, and 
railcars ran 2,339,362 km. in 1937, compared with 
1,977,006 km. in 1936. Among the works in hand during 
1937 were the doubling of the Strasbourg—St. Dié line, 
the elimination of seven level crossings, and the enlarge- 
ment of Réding station and alteration of its signalling 
arrangements in consequence of the construction of the line 
from Réding to Diemeringen. The total locomotive stock 
in service at December 31, 1937, consisted of 1,332 units, 
of which eleven were narrow gauge. Four railcars were 
delivered during the year, at the end of which there were 
34 in service. 

* * * * 


Railway Capital 
THE writer of the article entitled “‘ The Railway Capital 


Structure ’’ which appears in The Accountant for 
May 13 misses the point of our leader on railway capital 
reduction published in our issue of April 21. He accepts 
all our essential contentions as statements of fact, but 
what he. fails to show is how any reduction of British 
railway capital that does not affect the relative rights of 
different classes of security holder could possibly improve 
the position. Admittedly British railways are earning con- 
siderably less than the standard revenue to which they 
are legally entitled, but nevertheless they are making 
operating profits, and the only question which can possibly 
arise is how these profits are distributed amongst stock- 
holders. As we have already pointed out “ the pre- 
ordinary stockholders, secure in their legal rights, would 
not voluntarily submit to being deprived of any such 
rights.’” It seems, therefore, that any such remarks as 
are advanced by the writer of the article in The 
Accountant are beside the point unless they are amplified 
to show what end is to be achieved and on what lines 
such capital re-arrangement could be effected. 

In certain cases with American railways and with in- 
dustrial concerns, a scaling down of fixed dividend rates 
has been agreed upon by many or all classes of stock- 
holder in circumstances where the alternative was receiver- 
ship for the whole company. Such a position has not 
arisen with British railways; there is no immediate pros- 
pect of any class of stockholder or debenture holder be- 
coming legally entitled to foreclose; and a recommendation 
for a complete readjustment of the capital structure on a 
voluntary basis is highly unlikely to find acceptance. The 
writer of The Accountant article’ does not seem to 
appreciate that our remark about an increase in net 
revenue showing “‘ such an apparently high percentage 
return as to embarrass the companies vis-a-vis their 
critics ’’ does not assume anything like an approach to 
the standard revenue envisaged by Parliament at the time 
of grouping, but merely sets out a very reasonable possi- 
bility of what would result from a capital reduction scheme 
affecting only the ordinary stockholders, in view of the 
comparatively small proportion of British railway capital 
which is in the form of ordinary stock. We repeat our 
question, “‘ who then is supposed to benefit from the 
writing down of railway capital? ”’ 








New Stock ON NORTHERN City LINE.—The change 
over from the old vehicles to new tube type stock on the 
Northern City Line of London Transport (announced 
in last week’s issue) was carried out between 2 p.m. last 
Saturday and early Monday morning. This work involved 
removing 20 miles of the existing current collector rail 
and laying down 10 miles of new (another 10 miles having 
been already installed). 
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LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


Sleepers in China 


Caledonian Club, 

St. James’s Square, S.W.1. 

To tHE Epiror oF THE Ratmway GAZETTE 

Sirk,—In the editorial notes in your issue of April 28, 
you commented on an able treatise by my friend Mr. C. Y. 
Wu on sleeper treatment for China, and remarked on the 
absence of a comparison of the relative merits of hard woods 
and treated soft woods. The subject is of considerable in- 
terest, and, as I made a detailed report on the whole sleeper 
position in China some years ago, I can to some extent 
supply the missing information, though from memory only, 


as my files are destroyed. 


Use of treated soft-wood sleepers has been rare in China 
in recent years (except for some copper-sulphate treatment 
on the Peiping—Hankow line), as financial difficulties have 
made the use of any but the cheaper grades of untreated 
sof{t-wood sleepers impossible, except in some isolated cases 
But when the Germans 
built the Northern section of the Tientsin—Pukow line thirty 
years ago, they installed a sleeper-treating plant at Tsinan, 
and used treated soft-wood sleepers throughout; Oregon pine 
ind kindred woods and soleplates were used. 
these sleepers was approximately 25 years, though it should 
be noted that conditions were very favourable, the climate 
being dry, the ballast bed deep, and maintenance reasonable. 
In the Yangtse Valley, on the other hand, the British used 
Jarrah (untreated, of course), and the life of these sleepers 


where Jarrah hard wood was used. 


of treated soft-wood sleepers with soleplates, as com, 


May 14 able extent, 


payments 


The life of 


was found to be 25-30 years, in a damp climate with cheaper 


ballasting, and without soleplates. 


The comparative costs 


with hard-wood sleepers without soleplates, was foun 
the average to be in favour of the former to an ap; 
though the 
on a number of variable cost-factors. 

A query has been raised on the matter of Mr. 
estimate of the life of untreated soft-wood sleepers in ¢ 
China, which is from 3 months to 2 years. 
surprisingly short until one explains that white-ant is pz: 
in several provinces, and even in the ant-free regions 
damp climate, thin ballast, and sub-soil seepage, caus 
sleepers to deteriorate very rapidly—a condition resu 
from shortage of capital. 
remarking that steel sleepers are at present impossibl: 
China, for their first cost is, as everyone knows, consider 
and, with capital as dear as it is at present in China, e 
mies resulting from the longer life of steel sleepers woul 
more than offset by the increased interest and amortis 
needed. 
in the north and north-west, provide excellent condit 
for steel sleepers, the climate being dry, and sea air, 
petre, and other unfavourable factors, being absent. 1 
is consequently no reason why the saddle and bolt typ 
steel sleeper should not have as long a life as it does 
other similarly favoured regions; fifty years is a conservat 
figure. When financial and political conditions permit, th 
fore, and China begins to build her trans-continental 
ways, a great market for steel sleepers may one day devel 


exact amount was depe 


This may 


Mr. Wu was perfectly corre 


Parts of China, however, particu] 


Yours faithfully, 


KENNETH CANTLI 








PUBLICATIONS RECEIVED 


Guide to Technical Literature : 
Introductory Chapters and Engin- 
eering. By A. D. Roberts. London : 
Grafton & Co., 51, Great Russell Street, 
W.C.1. 84 in. by 5} in. by lin. 2#9 pp. 
Price 15s. net.—The compiler of this 
valuable volume is the Librarian of the 
Technical Library, Birmingham, and 
therefore, he brings to his task a wealth 
of knowledge and practical experience. 
As he remarks in the preface, the tools 
which exist to guide the seeker for 
technical information—particularly in 
the sphere of engineering—through the 
wealth of published literature are all too 
few. The frequent enquiries which 
reach this office in themselves bear testi- 
mony to the need for such a guide as 
Mr. Roberts has now provided, and 
there is no doubt that this book will 
prove of assistance both to technicians 
and to librarians. The early chapters 
deal with the literature of technology 
as a whole, and the various forms in 
which it appears. Later chapters consist 
of an annotated bibliography of engin- 
eering, classified under subjects and 
giving preference to the most recent 
publications ; the compiler claims that 
most of the important books issued in 
1938 have been included, and we see 
also the titles of some notable volumes 
of the present year. In the main, the 
selection has been made from British, 
German, and American publications, 
which, of course, are the chief sources 
of technical information. We notice 


appreciative reference not only to THE 
RAILWAY GAZETTE but also to our 
Special Numbers, and attention is called 
to the bibliography of railway books 
given in The Universal 
Railway Officials and Railway 
Book. 

Sailings to Norway.—We have 
received from the B. & N. Line Royal 
Mail Limited a copy of the company’s 
new summer passenger service booklet, 
giving full information about the New- 
castle—Bergen service by the luxurious 
motorships Vega and Venus, connecting 
train services, fares, and soon. It gives 
particulars of a new air route to be 
operated by the Norwegian Air Company 
from June 1 until the end of September 
between Stavanger, Bergen, and Oslo. 
Further details of this new service, 
which will reduce considerably the 
journey time between London and the 
Norwegian capital, appear in a news 
paragraph on page 841. 


Year 


Great Western Railway Litera- 
ture.—We have received from the 
Publicity Department of the Great 
Western Railway a set of new booklets 
devoted to ten beautiful counties or 
districts served by ‘“‘ The Royal Road.”’ 
The attractive and pleasing cover 
designs by Messrs. Ralph and Mott 
cleverly epitomise the individuality of 
the respective areas described within. 
“The Glorious Thames ’’ is a delight- 
ful -traveller’s companion to the upper 


Directory of 


reaches of the river which, beginn 

as a great Continental waterway flowing 
over now drowned lands to join 

Rhine, realised its destiny as the cra: 

of the world’s metropolis. ‘‘ Cornwal 

takes us at once to ‘‘ The Delectable 
Duchy ”’ of moor and cliff that lies 
beyond the Tamar, and “‘ South Wales 

and ‘‘Cambrian Coast and North 
Wales’’ complete a Celtic trilogy. 
Southern Ireland, too, reached so 
conveniently by the Great Western 
steamers from Fishguard, has a folder 
all to itself. The other booklets are, 
‘‘ Somerset,’’ ‘‘ Devon,” ‘' The Wve 
Valley,’ ‘‘ Western Hills and Moor- 
lands,’”’ and ‘‘ Shakespeare Country.” 


Switchboard Panels and Acces- 
sories.—The General Electric Co. Ltd., 
of Magnet House, Kingsway, W.C.2, has 
published a new catalogue describing 
the smaller d.c. switchboards and acces 
sories in its large range of switchgear 
for general purposes. Several panels 
for battery-charging circuits are shown, 
mostly permitting the batteries to 
supply light and power while on charge 
A simple layout renders the equipment 
suitable for manipulation by unskilled 
labour. Another form of switchgear 
listed is a control board for emergency 
lighting, conforming to the regulation 
regarding provision of a separate source 
of supply connected to the emergency 
circuit without possibility of interrup 
tion from the switchgear. At the same 
time, the charging and discharging rate 
of the independent battery is automati 
cally maintained constant. 





ay 19, 1939 


THE RAILWAY GAZETTE 


THE SCRAP HEAP 


TENDER FISH 
fish found in the tender of an 
taken in for repairs at Brighton, 

x, Southern Railway depot, are 
ed to have been drawn into the 
r when the engine was filling up 
water. They are now swimming 
a bowl. 
* ” * 

Derby Mercury in March, 1839, 
| that ‘‘ The labourers on the rail- 
it Tiverton were on Friday (March 
nmoned before the magistrates for 
ing on the Lord’s-day, and fined 
ich, which fines were remitted on 
irnest solicitation of the secretary 
he Society for the Prevention of 
ath Desecration.’’ 

* * * 
\NTUSION ’” WORSE CONFOUNDED 
ing confronted with the caption in 
evening paper ‘‘ Signal light has 
sed shoulder,’’ we were afraid the 
ithern Railway had slightly over- 
the width of its new “‘ roomy ’”’ 
tric stock, but, reading on, we dis- 
ered that it was the name of a 
So ‘“ track-circuiting ’’ has 
last evolved something unique 

ie black and blue aspect 


* , * 


horse. 


\ season ticket holder on the Great 
Eastern Railway, finding his train not 
idy in consequence of the fireman not 
keeping up steam, ordered a special, 
for which he was charged £39 14s., 
which he paid, and then brought an 
tion to recover, together with £10 
loss of time. The case was tried 
the Court of Exchequer, and Mr. 
ron Martin said it was nonsense for 
ple when guilty of negligence to 
‘‘ Mind, I won’t be responsible 
it.’ He was astonished that the 
mpany had not returned the money 
1arged for the special train. The 
ry gave a verdict for the plaintiff for 
amount claimed.—From ‘‘ The 
Graphic’? of November 19, 1870. 
* * * 
TOGETHER FOR 37 YEARS 

[wo railway ‘‘ inseparables’’ who 
ive been together at the same station 
d always on the same shift for 37 
irs will be parted with the retire- 
ent at the end of this year of one 
ember of the partnership. They are 
Signalman Hugh Wilson and Porter 
|. D. M. Parker, of New Longton & 
Hutton station, on the L.M.S.R. line 
from Preston to Southport, and they 
ive worked together (late and early 
turns alternate weeks) ever since Porter 
Parker went to the station from Sand- 
lls (Liverpool) in February, 1902. 
Signalman Wilson was the first man to 
vork New Longton & Hutton signal 
ox when it was brought into use in 
january, 1900. He first became a 
enalman in 1897 at the Preston 
tation of the old West Lancashire 
Railway, and will have nearly half a 
entury of service to his credit when 

he retires in December of this year. 


STATION AS CLUBHOUSE 

Old railway carriages are in common 
use as sports pavilions, but it has been 
left to Buckie Town Council to dis- 
mantle and transport an old railway 
station, and adapt it for use as a golf 
clubhouse. After lengthy negotiations, 
Buckie Town Council has acquired ten 
acres of railway land from the railway 
company, with the disused Buckie 
L.M.S.R. station closed some time ago, 
and other buildings thereon. On May 2 
the Council contracted for the removal 
of the station to the municipal golf 
course at Strathlene, a mile away, and 
for its rebuilding as a clubhouse. Part 
of the newly-acquired land has been 
earmarked for a site for Banffshire 
County Council A.R.P. cleansing 
station. 


EDMONTON TO AKLAVIK, 1920 

We reached Edmonton from Ottawa 
on June 2 but waited twelve days for 
the first train north. When we finally 
got away it was on a train that for 
novelty stands in a class by itself. It 
was a combined freight and work train 
with an old mail coach attached. We 
cheerfully piled our baggage, bed rolls, 
and tents, into the open coal car, and 
climbed in on top ourselves. We 
carried along our own food and got 
hot water for tea at the stations en 
voute. This railway was built over mus- 


THE PRINCESSES 


Left : 


steps at Tottenham Court Road station last Monday when they made their 


first Underground journey. 


Right : 


811 


keg when the ground was frozen. 

As the train passed over it, the track 
at times disappeared altogether in 
water. Occasionally the ties snapped 
under the strain. We made many 
stops for repairs and of course always 
built a fire and made tea. My 
husband said that when he came out 
in 1919 the track was in even worse 
condition, and that over a_ bridge 
crossing the Christine River they were 
told to walk and go single file. One 
trainman walked across the bridge and 
waited. The other started the train 
very slowly and then jumped off, 
letting it cross alone. When it arrived 
the first trainman jumped on and 
stopped it.—Condensed from “‘ The 
Beaver.” 


* * * 


COMPACT DEFINITIONS OF MODERN 
POLITICAL SYSTEMS 

Socialism :—You have two cows, you 
give one to your neighbour. 

Fascism :—You have two cows and 
keep the cows, and give the milk to 
the Government, and the Government 
sells it back to you. 

Communism :—You have two cows 
and give them both to the Government, 
and the Government gives you the 
milk. 

New Dealism:—The Government 
shoots one cow, milks the other, and 
pours the milk down the sewer. 

Nazism:—The Government _ shoots 
you and takes the cows. 


ON THE UNDERGROUND 


Princess Elizabeth and Princess Margaret Rese descending subway 


The two princesses seen in booking 


‘hall of Tottenham Court Road station before beginning their return journey 
to St. James’s Park station 








OVERSEAS RAILWAY AFFAIRS 
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(From our special correspondents) 


NEW ZEALAND 


Progress of Doubling 

The increased density of traffic in the 
North Island has made the completion 
of main line doubling between Auck- 
land and Frankton (87 miles) a matter 
of increasing urgency. In December 
last the doubling and signalling work 
between Ngaruawahia and Huntly, 
giving continuous double-line operation 
between Frankton junction and 
Huntly, was completed. Since then 
platelaying has begun on the farther 
section between Huntly and Ohinewai, 
five miles to the northward. Work in 
a southerly directi has proceeded 
systematically from Papakura, the 
pre sent end of the double line from 
Auckland, and the earthwork on the 
nine-mile length between Papakura 
and Paerata will be completed shortly, 
when platelaying will be put in hand. 
Work on the central portion, between 
Tuakau and Te Kauwhata, particu- 
larly over the Whangamarino swamp 
country, is naturally slower, but the 
progress made is quite satisfactory. 


Increased Revenue 

Preliminary figures for the four- 
weekly period which ended on March 4 
indicate that there has been a further 
marked increase in railway revenue. 
The total, £918,000, constitutes a rail- 
way revenue record for any one period, 
and is £78,000 higher than the record 
revenue for the four-weekly period 
which immediately preceded it, and 
£114,000 higher than the revenue for 
the corresponding four weeks of last 
year. The Minister of Railways, the 
Hon. D. G. Sullivan, estimates that 
the total net revenue for the year end- 
ing March 31, 1939, will be £700,000. 


Railway Broadcasting Studio 


On April 4, 1939, a mobile railway 


broadcasting studio set out to travel 
the North Island for three months as 
‘* Station 5ZB,’’ the fifth national 


commercial broadcasting station to be 
established in New Zealand. It is now 
broadcasting at set times from railway 
sidings in various country towns, and 
is attached to expresses for transport 
as required in accordance with a pre- 
arranged schedule. The unit was a 
comparatively simple matter’ to 
arrange, as the General Manager’s car, 
which Mr. Mackley lent for the pur- 
pose, needed little structural alteration 
to meet the requirements. 

One end is occupied with a neatly 
furnished announcers’ studio’ with 
microphones and piano, for use in local 
broadcasts, and with three turntables 
for the playing of records and overseas 
features. The central part of the car 
houses the transmitting equipment, 
and behind this is a small office. The 
technical equipment is completed with 
a 30-ft. aerial, which, when collapsed, 


fits neatly along the top of the car. 
The power is rated at 250 watts, esti- 
mated to cover a radius of about 40 
miles where conditions are reasonably 
favourable. The cost, including run- 
ning expenses, is borne by the National 
Commercial Broadcasting Service and 
covered by revenue from _ sponsored 
programmes. The venture is conducted 
on approved entertainment lines, with 
a representative of the N.C.B.S, adver- 
tising staff travelling ahead, after the 
manner of an advance agent. 


CANADA 


C.P.R. to Use Only One 
Locomotive for Royal Train 


An unusual feature of the Royal tour 
is that on the outward journey over 
the Canadian Pacific route, only one 
engine will be used for the complete, 
though not continuous run from Quebec 

left on May 16—to Vancouver 
reached on May 29—a distance of 
over 3,000 miles. The engine to be used 
is No. 2850, of the semi-streamlined 
Hudson type, and 25 different drivers 
will handle it over various sections 
of the journey. Five Canadian National 
locomotives will be used on the corres- 
ponding return journey eastwards. 


Catering Arrangements 

All catering arrangements for the 
Royal train throughout the entire 
tour of Canada and the United States 
will be entrusted to the Dining Car 
Department of the Canadian National 
Railways. This responsibility will 
include preparation and service of meals 
in the cars actually occupied by Their 
Majesties and will further extend to 
providing for other members of the 
Royal, party and members of the staff 
who will be served in an air-conditioned 
dining car of the latest tvpe in use 
on the National system. This car is 
similar to those employed in the Mon- 
treal-Toronto run and in the Montreal- 
Halifax service. 


BRAZIL 


Survey of Important International 
Railway 

The mixed commission which is 
surveying the proposed Brazil-Bolivian 
international line from Corumba to 
Santa Cruz de la Sierra, under the 
direction of Engineer Luiz Albert 
Whately, has now completed an aerial 
reconnaissance of the whole country 
to be traversed. Some 700 km. of line 
are involved, and the air photographs 
taken have greatly facilitated the selec- 
tion not only of an alignment but also 
of camp sites and a programme of 
survey and construction work. Ground 
survey of the first 111 km. from Corumba 
to E] Carmen was carried out between 
September and December last, and 
estimates for this section have been 
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prepared. Over the next 300 km 

El Carmen to S. José de Chiquitos ir 
Brazilian and two Bolivian sy 
parties are distributed. Only r 
naissance has so far been carrie: t 


over the last 280 km. to Santa Cri 
la Sierra. Apart from a tract of cou 
bordering the mountain ranges of S 
de Chiquitos and Santiago, wher 

siderable earthworks will be inv: 
in the crossing of the Amazon-] 
watershed, the construction of 
length so far surveyed will be eas\ 

An era of unprecedented dev: 
ment in eastern HKolivia is expecte ) 
follow the completion of this linc 
apart from developing the whol f 
region traversed, it will transi 
Santa Cruz de la Sierra into the 
important petroliferous centre of $ 
America. Rail transport of oil i 
various forms to the consuming cent: 
coupled with the intensified expk 
tion of existing wells, and the bori 
of new ones, will do much to guarante: 
the economical security of Bolivia, 
the development of cattle breeding 
the vast Brazilian plains of Nhecolandia 
is foreshadowed. The construction 
the line is expected to take five year 


NETHERLANDS 
Cheap Tickets 
The new management of the Nethe: 

lands Railways is continuing its policy 
of making travelling by rail mor 
attractive, various fare arrangements 
being introduced with that object 
Unemployed persons are now able t 
travel at half fares, provided they ar 
in possession of proof that they are oui 
of work. The pericd of availability of! 
the cheap one-day returns, available in 
trains after 5.30 p.m., issued at a fare 
little higher than the single fare, has 
been extended to 8.15 a.m. the follow 
ing day. Up to now only monthly 
tickets have been issued for a series of 
journeys but now weekly tickets are to 
be issued. 


Miscellaneous Items 
Resulting from a series of tests of 
streamlining, five 4-6-0 locomotives of 
Class ‘‘ 3900’’ are to be streamlined 
The Netherlands Railways’ manage 
ment is preparing plans for a proposed 
railway tunnel under the North Sea 
canal near Velzen, to replace the bridge 
and remove a hindrance to shipping 


Summer Timetable 


The new summer timetable, coming 
into force on May 15, embodies the 
fixed departure interval system (two 
hourly, hourly, half-hourly, &c.) which 
has met with public approval. A note- 
worthy alteration consists in the intro 
duction of a half-hourly in place of 
the hourlv service on the electrified 
central system of lines, namely, the 
Amsterdam—Arnhem, and Rotterdam 
(Mass)—-The Hague—Utrecht—Eind- 
hoven lines. Considerable improve 
ment in the connections at the various 
stations has been effected. In connec- 
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tion with this change the through steam 
expresses from Amsterdam to Eind- 
hoven via Utrecht have had to be 
abolished. Connections to and from 
Eindhoven are to be effected by elec- 
tric trains in the ordinary service. At 
Eindhoven passengers will be able to 
change to expresses from and to Maas- 
tricht, the journey times being cut by 
10 min. 

Train and Ferry Service Improve- 

ments 


the scheme of running fast diesel- 
tric trains for the longer distance 
from the west of the country to 
north and east has found so much 
port from the public that several 
ices have to be run with quadruple 
ead of double train sets. As the 
ntity of rolling stock available is 
calculated to meet this demand, 
five-car sets are being added and 
ious diesel-electric trains are being 
replaced by steam trains at very busy 
periods. The number of ferry services 
over the IJssel sound has again been in- 
reased from three to four each way. 
fast services have been intro- 
luced between Groningen and Leeu- 
rden. The number of stopping trains 
has been cut down on some sections 
ind here and there some _ stops 
abolished 


Some 


MEXICO 


Workers’ Control 


[he frequency of accidents on the 
ystem of the Mexican National Rail- 
ways has recently become the subject 
of criticism in public and official circles 
here. The administration of the 
National system was handed over to 
the workers in May last year, as de- 

ribed in THe Rattway GazeTTE of 
September 9, 1938 (page 449), and the 
Railwaymen’s Syndicate then gave a 
solemn undertaking to President 
Cardenas that its members would 
strive to work the railways safely and 
efficiently. The majority have fulfilled 
ind are fulfilling that promise, but it 
is alleged that there is a minority who 
ire not amenable to discipline and 
whose negligence, and even, it is sug- 
gested, wilful disobedience, have given 
rise to a general slackness among the 
rank and file, leading to an ever in- 
reasing series of errors, delays, and 
accidents. The disciplinary system in 
force, under which a certain number of 
demerit marks in an employee’s record 
takes him before the Joint Discipline 
Committee, works very well, but it 
ippears that the decisions of the com- 
mittee are being set at nought by in- 
dividuals who count on the political 
influence they possess on the syndicate 
ind elsewhere. If this is allowed to 
go on, the authority of the committee 
will be entirely lost and the efforts of 
the administration to make good its 
promise to “‘ save ’’ the National rail- 
way system, will be entirely wasted, 
baffled by the intromission of political 
influence, which always has been and 
always..will be, in this country, fatal 
to the efficient control of a great pub- 
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lic service, such as a railway system. 
Senior Salvador J. Romero, the General 
Manager of the National Railways, 
recently made an appeal, in the form 
of a signed letter to the railway staff 
journal Ferronales, reminding the staff 
of the importance of discipline, and 
asking everyone to co-operate with 
him and his colleagues in the task of 
working the railways efficiently, and to 
recognise that the welfare of all de- 
pends on their united efforts. 


DENMARK 


New Train Ferry Vessel 

The following are further details of 
the new State Railways motor-driven 
train ferry ‘‘ Storebelt ’’ for the Great 
Belt service, built by the Helsingér 
shipbuilding yard. It is the largest yet 
owned by the railway, being 105-5 m. 
(346 ft.) long, with 3 tracks. It can 
take 1,500 persons, 30 ordinary goods 
wagons, or 70 motorcars. The propell- 
ing machinery consists of two _ six- 
cylinder two-stroke Burmeister & 
Wain diesel engines, developing 4,630 
h.p. at 165 r.p.m., giving a speed of 
16} knots at full load. The passenger 
accommodation is particularly comfort 
able and well arranged. The General 
Manager, Herr Knutzen, pointed out 
on the inaugural trip that the Danish 
State Railways now possessed only 8 
ferries out of the 32 of 20 years ago, 
but that 12 others had been obtained. 
Special efforts were being made to im- 
prove the services and diminish the in- 
convenience caused by the breaks in 
railway journeys resulting from the 
character of the country. About two 
million passengers were ferried over the 
Great Belt every year. In the 67 
years that the State Railways ferries 
had been running, no passenger had 
lost his life save through his own 


carelessness. 


GERMANY 


Zone Tickets in Sudetenland 


Zone tickets have been introduced 
on the lines in Sudetenland incor 
porated last October with the Reich 
The chief issues are: (a) The East 
Sudetenland ticket, covering the 
eastern and middle districts and ex 
tending westwards as far as Carlsbad 
and Marienbad, the area being en- 
closed by a line from Beuthen to 
Oderburg and Dresden to Bodenbach; 
and ‘b) the West Sudetenland ticket, 
covering the middle and western parts 
of the territory, bounded by a line 
from Hirschberg via Reichenberg to 
Leipa in the east and in the west by 
one from Marienbad and Taschkau 
through Eger to Hof. 30th tickets 
cover the main approach route from 
Berlin, in each case, via Breslau or 
Dresden. Such parts of West 
Sudetenland as are not included in these 
arrangements are covered by the 
Bavarian Woodlands ticket, while 
certain portions of the south are in 
cluded in the Austrian zone. The 
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general’ all=routes “Reichsbahn ticket 
has been extended to include the 
Sudetenland and the privileged trains 
passing through parts of Bohemia 
or Moravia. 


New Rolling Stock Programme 


The new rolling stock construction 
programme, announced late last year 
by the Deputy General Manager, Herr 
Kleinmann, is now being put into 
execution. There was a surplus of 
stock until 1937, but in 1938 great 
difficulties were felt, due to shortage. 
[The new four-year programme was 
outlined in an editorial note on page 
530 in our issue of March 31 last—Ep. 
R.G.| For the present sufficient orders 
are in hand to keep the industries con- 
cerned fully occupied, and payment is 
being made out of Reichsbahn receipts. 
In the autumn the question of 
financing the programme will be taken 
up. 

Policy of Standardisation 

Standardisation is to play a big 
part in the scheme and has already 
been pushed forward. In 1924 there 
were 210 types of steam locomotive. 
Today the number is 18, while with 
electric locomotives it has fallen from 
30 to 4. There are now really only 
two main designs of passenger coach 
for principal services, but numerous 
types of goods vehicles, as many 
special wagons are necessary. There 
are five types of internal combustion 
railcar and two electrical ones. 


Locomotive and Rolling Stock 
Building Industry 


To stimulate progress, however, the 
Reichsbahn has decided to build in the 
present programme some new types of 
vehicle in order to test certain 
technical improvements, as for ex- 
ample, streamlined locomotives. The 
slump period had a serious effect on 
the locomotive and rolling stock build- 
ing industry. The number of loco- 
motive works declined from 21 to 9 
and rolling stock works from 70 to 25. 
Those left have, however, by up-to- 
date methods, considerably increased 
their productive capacity, but not 
sufficiently to meet the present needs. 
Extensions are in hand and_ the 
Reichsbahn is collaborating with 
manufacturers in working out the best 
processes and facilitating the 
acquisition of the required new 
machine tools and other plant. 


JAPAN 


Shimoneseki-Kyushu Tunnel 


The two working headings of the 
submarine tunnel connecting Shimone- 
seki on the mainland with Moji on the 


island of Kyushu have now met. The 
final blasting shot to connect them up 
was fired by the Minister of Railways 
when he pressed a button in his office 
in Tokyo, 500 miles distant from the 
tunnel. The latter is about 1,430 yd. 
in length and has been under construc- 
tion for ‘24 years. 
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The New South Wales Railways Department has published a. pocket map of lines in Sydney and district 
closely modelled on the L.P.T.B. Underground map (see page 806) 
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THE L.M.S.R. LOCOMOTIVE TEST RUNS 


A correspondent comments on the relationship between coal con- 
sumption in |b. per d.b.h.p./hr. and train load for a given timing 


N page 687 of THE RaitLway GAZETTE of April 28, 
O there appeared, under the above heading, a com- 
ment submitted by a correspondent on the coal and 
water consumption figures arising from the test and other 
runs made with Pacific express locomotives on the 
L.M.S.R. The test runs were made between Crewe and 
Glasgow and return during February of the present year,* 
and our correspondent drew comparisons between the re- 
sults then obtained and those appertaining to a run with 
a special train of lighter loading used for conveying mem- 
bers of the Institution of Locomotive Engineers from 
Euston to Glasgow in June, 1938. Another correspondent, 
replying to the writer of the earlier comment, sends us 
the following :— 

‘The relationship between coal consumption in Ib. 
per d.b.h.p./hr. and train load for a given timing is a 
curve. The value of the consumption is infinity for a 
light engine where there is nil horsepower developed at the 
drawbar, and all the coal burned in the firebox is used 
to propel the engine itself. The curve rapidly falls as the 
train load increases and would continue to do so were it 
not that the increased power output required by the in- 
creasing loads calls for a longer cut-off and a higher rate 
of combustion. As the steam is used less expansively 
some falling off in efficiency results, but the major drop 
in efficiency is due to the increased rate of combustion in 
which the proportion of unburned fuel rapidly increases. 

‘The tendency of the curve to drop is therefore 
counteracted by an increasing coal consumption, mainly 
due to loss in boiler efficiency, and with further increases 


Full details of these tests appeared on pp. 615-17 of THE 
RAILWAY GAZETTE of Apri] 14, 1939 


in train load the curve assumes an upward trend. The 
two runs under consideration occupy extreme positions 
on the curve above mentioned. The earlier run, 1.e., that 
of June, 1938, was made with a train of 232 tons. Con- 
sidering the very low consumption rate of 33-lb./sq. ft. 
grate/hr., and early cut-offs, the engine was probably 
working very economically so far as coal and water 
per i.h.p. was concerned. Of the total coal and water 
consumed, however, approximately half was used in over- 
coming engine resistance, and half in moving the train, 
but in the conventional method of working out consump- 
tions in lb. per d.b.h.p./hr., the whole of the coal and 
water used is set against the (in this case) small amount 
of work done at the drawbar with the correspondingly 
relatively high figure of 3:32 lb. and 31-6 Ib. per 
d.b.h.p./hr. respectively. From the practical operating 
point of view, however, the run was economical since the 
coal used was only: 28-2 lb. a mile. 

‘““ Considering now the second run, the trailing load of 
600 tons called for an average combustion rate of 76 
lb./sq. ft. grate instead of 33 lb./sq. ft. of grate/hr., 
in the former test. Reference to any curves of locomotive 
boiler tests such as the Altoona or Chapelon’s will indicate 
that a fall in evaporation of at least 1:5 lb. of water 
per lb. of coal is the direct result of the fall in efficiency 
under the heavier conditions of working of, the second 
test. The evaporation of 9-5 Ib. water/Ib. coal could 
therefore be expected to fall to 8-lb./lb. coal and, in 
fact, an average evaporation of 7:7 lb. was obtained on 
the second trip. Thus while the steam consumption rate 
would, be only slightly increased due to the later cut-offs 
employed, and in fact gave the reasonably economical 
figure of 24-15 lb./d.p.h.p./hr., the corresponding coal 





80000 8000, lh, % 





70000; 1000; 1 35, 





5 
$ 
S 


60007 


we 








; | — agit 


S 
R 
i 
Ss 


5000° 


AM. 
ome | 








ef 


we 





NY 
i 


4000- 


COAL LB. 








2 
be 


STEAM PER 1.H.P PER HOUR 
an 





COAL PER H.P PER HOUR LB. 


EAM PER I.H.P PER HOUR 


(ALTOONA) 


ri 


P a 





























20 40 60 80 100 


LB. COAL PER SQ. FT. GRATE PER HOUR 








EVAPORATION LB.WATER PER LB. COAL 
a 





| 























4 
COAL _LB. PER 


COAL_LB. PER 1.H.P. PER HOUR 

| _— — : 
| 

| 


D.B.H.P_PER HOUR 











30 ae 50 60 70 
1150 1500 1800 2050 2300 
7200 §=9370 = 2503S (12800 3 14400 
2930 5100 6980 8530 10130 
470 8/5 20 = «(1365 :«1620 

158 275 377 462 548 


80 90 
2500 2600 
15600 16200 
1330 =1930 
1815 =: 1910 

613 644 


100 LB.PER SQ. FI. GRATE PER HOUR 
2700 UHR. 
16800 CORRESPONDING T.E. AT RIM OF WHEEL AT 60 M.PH. 
12530 T.E. AT DRAWBAR 60M.PH. JIN 300 UP (LB) 
2010 O.B.H.P 
677 TRAIN LOAD. TONS. 


Representative diagram showing typical form of curve expressing the relationship between coal consumption in 


Ib. per d.b.h p./hr. and train load for a given timing 















816 





consumption was much higher and a figure of 3-12 
lb. /d.b.h.p./hr. was obtained. | 

‘‘ The article on page 687 of the April 28 issue of THE 
RAILWAY GAZETTE attempted to do what should never 
be done, that is to use d.b.h.p. figures to make com- 
parisons where the train loads are widely divergent. The 
usual type of dynamometer car test employed up to now 
gives reasonably accurate comparisons only where the 
train and engine resistances remain equal from one test 
to another within a narrow margin. Even a gale of wind 
without any alteration in train load will falsify the results. 
For this reason also coal consumptions obtained by the 
present testing methods cannot be compared with those 
obtained by constant speed testing methods.’’ 

In connection with our correspondent’s remarks we re- 
produce a representative diagram showing the typical form 
of such a curve as referred to by him, giving the relation- 
ship between coal consumption in lb./d.b.h.p. and train 
load for given conditions of working. While this diagram 
shows the trend of the curve it must be read with a certain 
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amount of caution for the following reasons. Its }:ases 
are curves of evaporation and steam consumption per 
Since there is ; 


i.h.p./hr. in relation to firing rate. vet 
no testing station in this country, it has not been possible 


to obtain such curves applicable to British locomotives, 
and the curves chosen are therefore based on results from 
the Altoona test plant of the Pennsylvania Railroad. 

For the purpose of constructing the curve it was neces- 
sary to select steady running conditions, in this case 60 
m.p.h. up an average gradient of 1-300. A similar curve 
obtained for an actual run as carried out in the ordinary 
way with a dynomometer car in this country would be an 
integration of continuously varying working conditions, 
and might, therefore, vary in shape from the actual curve 
shown. Of the actual values of average coal consumption 
per d.b.h.p./hr. of the two test runs under discussion, the 
earlier one will not be found to lie on the curve in question, 
which would seem to indicate a rather lower rate of steam 
consumption per i.h.p. in the case of the L.M.S.R. engine 
than was attained at Altoona for the ‘‘ K4 ”’ Pacific class. 








HE camping coach, now such a familiar sight at 
various beauty spots during the summer months, 
was first introduced by the L.N.E.R. Towards the 

end of 1932, a suggestion was made that old railway 
carriages might be made suitable for camping purposes, 
stationed on attractive sites, and hired out to the public 
at reasonable rentals. The idea was taken up ener- 
getically, and on June 1, 1933, sanction was given for the 
conversion, as an experiment, of ten old six-wheel five- 
compartment carriages to camping coaches, to be located 
in sidings of branch line stations in the North Eastern 
Area. The coaches were available to the public by July 
1, 1933, and the idea at once took on. All the coaches 
were occupied almost continuously from July 1 to Sep- 
tember 30, there being 129 bookings. The rental charged 
was £2 10s. a coach for a week, and it was a condition 
of hire that parties occupying the coaches should travel 
by rail to the sites. 
These encouraging results led to the provision of 25 
more camping coaches for the 1934 season—5 for the 
Southern Area, 10 more for the North Eastern Area, and 
10 for Scotland. These were equally successful and the 
company has increased its stock year by year, as shown 
in the following table : — 


‘ Southern North- Scottish ee 

Year ; Eastern é rotal 
Area ¢ Area 
Area 

1933 - 10 10 

1934 § 10 10 25 

1935 ik 5 10 15 30 

1936 we 20 20 40 

1937 ar 5 5 10 

1938 = 3 3 

Total 13 55 50 118 


Up to 1934 the camping coaches had no interior com- 
munication between the living room and the sleeping 
compartments, and they appeared in the usual teak finish. 
The absence of an interior corridor was a defect, com- 
pelling tenants to climb along the footboard outside the 
coach, sometimes in the pouring rain, to get to bed at 
night. Also, the teak finish was considered rather drab 
and too reminiscent of an ordinary railway carriage. 
Accordingly, the additional camping coaches, turned out 


L.N.E.R. CAMPING COACHES 






for the 1935 season, possessed an inside corridor in- 
geniously provided by constructing the ends of the beds 
with a hinge which could be turned back to permit of 
passing through the doorway. It was in 1935, too, that 
the decision was taken to paint the outside of the coaches 
green and cream, the colours which have become familiar 
as borne by L.N.E.R. tourist train sets. 

Until 1937, all the camping coaches were six-wheel 
vehicles, but for the 1938 season three bogie vehicles 
were introduced and stationed at spots on the Norfolk & 
Suffolk Joint Line between Cromer and North Walsham. 
Some of these bogie coaches accommodate eight persons, 
compared with six for the six-wheelers. 

In addition to ordinary camping coaches, the L.N.E.R. 
introduced in the North Eastern Area in 1935 what is 
called a touring camping coach. Unlike the usual camp 
ing coaches, this vehicle is moved with its party from 
point to point on a pre-arranged week’s tour, by ordinary 
train services. It accommodates 6-7 people, and the 
charge is £2 2s. to £2 10s. a person for a party of not 
fewer than six for the week’s tour. To some persons this 
form of camping holiday appeals more than that afforded 
by the stationary vehicles. 








INDIAN CURRENCY.—From time to time we receive re- 
quests from readers who are not familiar with the methods 
of expressing Indian currency to explain the unusual 
punctuation, and accordingly we have prepared the follow- 
ing notes. The terms most commonly used are “‘ crore ’ 
and “‘ lakh,’’ both of which are purely numerical indica- 
tions. Thus a lakh is 100,000 and a crore is 100 lakhs (or 
in other words 10 million). The small unit of Indian 
currency is a pie; 12 pies make one anna and 16 annas 
one rupee, which is the normal unit of currency as ex- 
pressed in traffic and financial returns. At the current 
fixed rate of exchange, one rupee equals Is. 6d. 
Rs. 1 crore = Rs. 100 lakhs = Rs. 1,00,00,000 
Rs. 1 lakh = Rs. 1,00,000 = £7,500 

Rs. 3,25,86,000 means 3 crores, 25 lakhs, and 86,000 
rupees = 325 lakhs and 86,000 rupees = 32,586,000 
rupees = £2,443,950 approximately at the current rate of 
exchange. Another method of reckoning the exchange 
between the two currencies is to take £1 as being equal 
to Rs. 13- 5- 4 (thirteen rupees five annas and four pies), 
but this is not simple. 
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NEEDLE ROLLER BEARINGS 


Development of a new type 


\HE type of bearing known as the needle roller bear- in a new design of needle roller bearing manufactured by 
ing is nowadays used to advantage for some of the the Ransome & Marles Bearing Co. Ltd., at Newark-on- 
moving parts of locomotives. It is specially suit- Trent. In place of the familiar ball-ended roller shown in 

ible for application in valve gear components where the the accompanying illustration Fig. 1, the needle rollers 
presence of play in the bearings may adversely affect have trunnion ends as illustrated in Fig. 2, and these more 
valve events. The type of bearing referred to has readily permit of simple devices for retaining the rollers. 

1 found particularly advantageous for application to Where a complete needle roller bearing is to be used, 

or where the rollers and outer race only are to be em- 

===, ployed, then the design shown in Fig. 3 can be adopted. 

( 1% —>>==E EI As will be seen this consists of the usual form of race 

where the outer ring is provided with shoulders for guid- 
Figs. 1 and 2—Usual ball-ended roller (left) and ing the rollers. Pressings are fitted in the bore of these 

’ ; shoulders and the trunnions of the rollers rest on these 

pressings, being thus retained in the outer ring. 

Another interesting design is the Ransome & Marles 

needle cartridge assembly shown in Fig. 4, which is in- 

/ ) tended for use where the rollers are required to run be- 

tween suitably hardened and ground surfaces without the 
introduction of separate race rings. The rollers a are held 
between suitably formed end plates b, which prevent the 
rollers from falling towards the centre; a spring ring c 
retains the assembly in position after the bearing is fitted. 
The whole is held in a thin metal cartridge d, that can 
be thrown away after the assembly is fitted in position 
and which is peened over at the end nearest the spring 
ring, whilst three or more small notches are formed at 
the opposite end to retain the assembly in the cartridge. 
The method adopted to mount these bearings is illus- 
trated in Figs. 5, 6, and 7. The cartridge complete is 
slipped on to a suitable mandrel and the whole led into 
the machined recess in the part to which the rollers are to 
be assembled as shown in Fig. 5. Pressure is then 
applied to the mandrel;. this opens the notches in the 
as cartridge and the roller assembly is forced into position, 
1 (right)—Needle cartridge assembly, obviating Fig. 6. At Fig. 7 is illustrated the bearing fitted. The 

the use of separate race rings spring ring has snapped into the groove previously 














needle roller with trunnion ends (right) 


























3 (left)—Bearing race with shoulders in outer 
ring for guiding rollers 


pins where there is a rocking 
rather than a_ rotating 
motion; in these circum- 
stances the overall diameter 
is considerably less than 
would be required for ball 
or roller bearings, which is 
an advantage when adapting 
the bearing to existing 
designs of rods. In addition 
to locomotive purposes there 
are, of course, numerous 
other applications for needle 
roller bearings in engineering 
construction covering 
machinery of many different 
kinds. 

The foregoing advantages YY 
have at times been somewhat 
offset by the possibility of By 


the bearing being assembled Ay 

minus its complement of 

rollers, due to the difficulty tJ Z ff Fs 
of retaining the rollers dur- 

ing the fitting of the bear- 
ing. This obstacle has, Figs. 5, 6, and 7 (left to right)—Stages in the process of mounting bearings in 
however, now been overcome the type of race illustrated in Fig. 4 
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Figs. 8 and 9—Applications of roller assemblies to shouldered bores 
Fig. 10—Rollers in parallel bore, with spring rings holding assembly in position 


machined in the outer component. The cartridge, which 
is then of no further use, can be thrown away. 

Further applications of needle cartridge assemblies are 
illustrated herewith. Figs. 8 and 9 show applications 
where the roller assemblies are fitted to shouldered bores. 


Fig. 9 shows multiple rows of rollers employed, a split 
ring forming the abutting shoulder for each set of 
assemblies. Fig. 10 illustrates rollers fitted to a parailel 
bore, spring rings being employed on either side to retai 
the needle roller assembly in its correct lateral position. 











ADVERTISEMENTS IN 


RAILWAY CARRIAGES 


(From a correspondent) 


NE of the attractive features of British railway prac- 
tice in the matter of carriage interior decoration, 
is the exhibition of photographic views of places of 

scenic beauty and historic or literary interest. While this 
provision is a useful form of publicity for the railways in 
featuring their resorts, it in no way detracts from the 
aesthetic value of any decorative scheme. Incidentally it 
was one of the earliest forms of advertising adopted by 
the railways. Long before the subject of advertising had 
become the science and/or art that it is today, and before 
railways had their advertising departments and managers 
as we now know them, the exhibition in passenger com- 
partments of photographic views was recognised as a 
valuable form of publicity. Good scenic photography— 
be it landscape or seascape—inspires a wish for closer 
acquaintance, and has doubtless proved a silent and 
efficient salesman for the railway companies for many 
years. It may be recalled that the heroine in Mr. Francis 
Brett Young’s ‘‘ Portrait of Clare ’’ was influenced to 
visit a resort in Torbay by the simple medium of a photo- 
graph seen in a railway carriage; and doubtless thousands 
of visitors have selected holiday resorts (possibly sub- 
consciously) in a similar way. It is true that from time 
to time the antiquity of some railway carriage photographs 
has inspired criticism, not to say castigation, but it must 
be admitted that the jokes and comments made in the 
press at the expense of these exhibits have had some 
justification. 

A frequent overhauling and replacement of such photo- 
graphs is, of course, as necessary as is the careful selec- 
tion of subjects for individal trains and carriages, in order 
to keep in step with the times. It is no part of their 
purpose to usurp the functions of the museum, to empha- 
sise the fact that time marches on, or to recall feminine 
fashions of the Victorian era. There has latterly been a 
movement towards using the space hitherto occupied by 
such photographs for “‘ trade ’’ advertising. Probably 
the revenue so derived is a tempting bait for the enthusi- 
astic trade advertising department of a railway, but it is 
just here that the ardent seller of advertising space should 
confer with and be advised by his colleague who is adver- 
tising the railway per se. These remarks refer particu- 
larly to our main-line railways. The case of (say) the 
London underground railways is not on all fours with that 
of the trunk lines. It is one thing to travel between the 
City and the inner suburbs confronted by a command to 
take this or that tonic wine, or to use a particular brand 
of shaving soap, but to be faced on a railway journey of 
some hours with the same strident demands is quite 
another proposition. To travel all day opposite a minia- 
ture gallery of seascapes or restful country scenes can be 


a happy experience, but replace those views with blatant 
appeals to smoke so-and-so’s cigarettes or stay at so-and- 
so’s hotel and the human mind rebels. Nay, it does more, 
for it registers a distinct antipathy towards each and all 
the commodities or facilities so advertised. If the charge 
is not a case of vandalism, it is bad business. 

The British passenger at any rate regards the railway 
carriage as his temporary residence during his journeys. 
There is an intimacy about it which he appreciates and he 
strongly resents its commercialisation by trade advertise- 
ments, which he regards as an affront by the railway to 
its clients. Particularly is this true in these latter days 
when no space appears to be safe from or sacred to the 
advertiser. It should be remembered, however, that just 
as soon as advertisements begin to offend either the “‘ man 
in the street ’’’ or the ‘‘ passenger in the train,’’ publicity 
has reached frustration point. Whatever may be said to 
the contrary, there still exists among the users of our 
British railways an esprit-de-corps, a loyalty, if you will, 
to the great undertakings which have served them for so 
many years. That body of good will is an asset of real 
value to the railways and should not be lightly assessed 
or flouted. Ask the dwellers in, or the visitors to, our in- 
comparable countryside, that has become scarred and 
defaced by advertisement hoardings, what they think of 
that form of publicity. Then ask the railway traveller 
what he thinks of trade advertisements in railway carriages, 
and strikingly similar expressions of opinion will be forth- 
coming. The case of the country road hoarding has been 
well summed up in the following : — 

I think that I shall never see 
A hoarding lovely as a tree 


Perhaps, unless the hoardings fall, 
T’ll never see a tree at all. 


And similar protests may be forthcoming from the clientéle 
of the railways if the thin edge of the wedge which has 
already been introduced into railway carriage advertising 
is driven home, for the passenger who likes the scenic 
photography hitherto provided is not disposed to ‘‘ swop ”’ 
it for sales appeals be they never so subtle. 

Apart altogether from the fact that users of railways 
resent the commercialism which regards carriage interiors 
and windows as space for trade advertising, is the con- 
sideration that the real price paid for this form of publi- 
city may, in the long run, be neither a bargain for the 
railways themselves, nor for the advertisers. By the way, 
trade advertising in railway carriages is no mew feature. 
It was adopted in the earliest days of the railways, and on 
this point it is interesting to read in the official ‘‘ History 
of the Great Western Railway ’’ that bill-posting on the 
insides of second class carriages was discontinued in 1855. 
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(N.C.C. SECTION) 


New signalling concentration includes colour-light signals, 
illuminated direction indicators, and the abolition of 
token working on 4} miles of single track main line 


N interesting scheme of resignalling was brought 
f& into service on Sunday, November 27, 1938, at 
Coleraine, Northern Ireland, on the Northern 
Counties Committee section of the L.M.S.R., when colour- 
light signals, with complete track circuiting, replaced the 
previous mechanical signalling installation. Coleraine is 
of principal importance as the junction of the busy Port- 
rush branch with the Belfast-Londonderry main line, and 
as many of the trains from Belfast include portions for 
both Londonderry and Portrush, remarshalling is often 
necessary at Coleraine. The greatest pressure occurs 
during the summer holiday season, when, during a normal 
Saturday, there are 35 trains in each direction on the 
branch. Previously there were two signal boxes at 
Coleraine, but now the control of the whole station and 
its approaches has been concentrated at the Junction box 
at the north end of the station. 

\ll N.C.C. lines north of Ballymena are single-track. 
Some rapid schedules are in operation, such as 39 minutes 
start-to-stop for the 34} miles from Ballymena to Portrush, 
and to permit of unrestricted speed through the inter- 
mediate passing loops one road is aligned for fast running 
and used in both directions by non-stopping trains; the 
other, involving the negotiation of turnouts at each end of 
the loop, is used by stopping trains that have to cross, or 
be overtaken by, an express. At Coleraine what would 
normally be the up line is used by non-stopping trains to 
and from the Portrush line ; the normal through running 
speed is between 60 and 70 m.p.h. Direction indicators, 
of the type now standard for route indicating at high speed 
junctions on the Southern Railway and the London 
Passenger Transport Board, afford notable economy in the 
number of signal lights normally displayed. Observation 
of the new signals from the footplate approaching Coleraine 
from the south at full speed confirmed the excellence of 
the sighting and the clearness of the indications. 


Colour-light Signals 


Approaching Coleraine from any of the three directions 
there is first a 2-aspect outer home signal showing red or 
green, preceded by a distant, namely No. 2, from the 
Londonderry direction, No. 4, from the Portrush branch, 
and No. 46 from Macfin. Only in the immediate neigh- 
bourhood of the station, where distances between successive 
signals are comparatively short, are 3-indication signals 
used. The outer home signals provide for flexibility in 
working. If an up stopping train has been accepted from 
the Portrush line and is required to berth at the down 
platform, the signalman may at the same time accept 
a train from the direction of Londonderry, keeping signal 
No. 2 at danger until the Portrush train is clear of the 
fouling point. If the platforms are occupied, a train 
approaching from any of the three directions may be 
accepted up to home signals Nos. 3, 5 or 44 ; the respective 
outer home signal lever would be pulled, such as No. 2 
for a train from Londonderry. To avoid a driver passing 
the outer home at any speed and then encountering a red 
indication immediately after, the outer home is held at 
red until the locomotive reaches track circuit No. 11, when 
it automatically changes to green. This entails an extended 
track circuit on the approach side of about 200 yd., which 


in practice ensures the approaching train travelling at 
restricted speed before the signal clears. 

Inner home signals are equipped with position-light 
junction indicators, and a calling-on signal. In a number 
of recent power signalling installations the calling-on 
indication is identical with that used for shunt movements, 
but at Coleraine a reduced size green light is displayed 
below the red indication of the main line signal. Shunting 
is controlled by position-light signals which, when located 
on the ground, show two white lights, horizontally for 
stop, or inclined at 45 degrees for proceed; they are 
provided with back lights. Shunt signals mounted on the 
same mast as main signals are normally not lit; for 
shunting they display two white lights diagonally. Main 
running signals are of the long-range, separate-unit type. 
Distant signals Nos. 2a, 4a, and 46a are provided with a 
small auxiliary yellow light to the left of the main post ; 
this comes into use only in the event of the failure of a 
lamp in the main caution aspect. This lamp-proving 
device is adopted because the control of the distants is 
entirely automatic, there being no distant signal levers in 
the frame and no light repeaters in the box. 


Coleraine Junction Signal Box 

The existing Coleraine Junction signal box has been 
well adapted to the demands of a power signalling 
installation. The existing mechanical locking frame, of 
the Railway Signal Company’s pattern, was retained, the 
majority of the points being still worked by rodding. 
Signals are operated by multi-contact circuit controllers 
driven off the lever tails, combined with the electric locks 
necessary for track and indication locking. The spacious 
upper floor enabled the relay cabinets to be accommo- 
dated behind the frame, while leaving ample room for 
inspection and maintenance: 

The position of all points, and the indications displayed 
by all signals, are shown by illuminated repeaters on a shelf 
behind the levers ; they are of unit construction, in moulded 
bakelite cases. The occupancy of a track circuit is shown 
by two red lights on the diagram, which has a matt black 
background, against which the bright colours of individual 
track circuit indications stand out well. A flat ceiling, 
incorporating a scheme of diffused lighting has now been 
constructcd. Lever nameplates are of white ivorine, with 
black lettering, adding to the generally attractive appear- 
ance of the box. 


Abolition of Token Working 


All routes converging on Coleraine have hitherto been 
worked by electric tablet and, in accordance with N.C.C. 
standard practice, starting signals were in all cases inter- 
locked with the tablet instruments. The proposed closing 
of the South box at Coleraine, however, introduced a 
number of problems in the working of the single-line 
section southward to Macfin. The signalman in the 
Junction box would not be able to see the tail lamp of a 
train berthing in the goods arrival road at the south end 
of the station. There would also have been delay in 
connection with the tablet working, as it would have been 
necessary, either to convey the tablet distances up to a 
quarter of a mile by hand, or to instal auxiliary instruments 
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in at least four places in the yard. It was therefore 
decided to dispense with tablet apparatus between Cole- 
é ey raine and Macfin and rely on complete track circuiting 
& ® with electric direction levers to control the working. 

he Assuming that the section is clear and the necessary bel] 


We 

Fd 
WORKED BY 
SIGNAL PC. 








signals have been exchanged between the two boxes, the 
following procedure is necessary to signal a train from 
Macfin to Coleraine. The Coleraine signalman pulls his 
direction lever, electrically locking the one in Macfin signal 
" box and freeing starting signals Nos. 13 and 19. (nce 
pulled, the direction lever cannot be restored to normal 
until the train has entered and cleared the section. If for 
any reason a signalman wishes to cancel a movement thus 
signalled it can only be done electrically with the co- 
operation of the man at the other end of the section. 
Macfin down mechanical starting signals, Nos. 13 and 19, 
have electric replacers, which return them automatically 
to danger when a northbound train strikes track circuit 
No. 125. 


ok 


CONTROL LEVER 26 


| 
M2 
LLING- ; 
ON | 
NAL 


LEVEL CROSSING GATES ELECY 
CONTROLLED FROM S.B. 


MOTOR Points 







rs 102 __ HENRY’ 


LIMIT OF SHUNT BOARD 


MACFIN 






@ DIRECTION LEVER 


ARRIVAL ROAD 


Signalling for Shunt Movements 


In Coleraine yard the majority of the shunt movements 
are controlled directly from the box, either by ground 
signals or position light signals working in conjunction with 
the main running signals, the lights of the shunt signals 
then being normally out. There is a considerable number 
of daily light engine movements into Henry’s siding spur 
that do not affect the main running lines in any way. To 
avoid having to signal each of these movements and at the 
same time provide adequate protection for a movement to 
or from the main line, two short-range colour-light signals, 
Nos. 31 and 3la, are provided, each displaying a yellow 
light, and permitting of working between the siding and | 
the locomotive yard. To shunt from the main line into 
Henry’s siding, signals Nos. 31 and 3la are put to danger, 
and loud bells (mounted on the signal posts) sounded for 
30 seconds to warn drivers to make way and withdraw 
their locomotives or trains to the rear of those signals. 
The green aspect of signal No. 31 is displayed only for a 
movement from Henry’s siding to the main line. The 
operation of signals Nos. 11 and 1la in the goods arrival 
road is similar, but a shunter must be in attendance and 
come to an understanding with the signalman before 
movements are permitted to and from the main line. 
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Bascule Bridge and Level Crossing Controls 


The varied character of the layout controlled from 
Coleraine Junction box will already have been appreciated, 
but there are two further functions which add to the 
complexity .of the working. Less than a mile from the 
signal box the Londonderry line crosses the River Bann 
on an 11l-span viaduct, of which the seventh span from 
the Coleraine end is arranged on the bascule principle to 
permit of the passage of shipping. The mechanism for 
opening and closing the bridge is electrically driven and 
controlled from the bridge-keeper’s box on one of the fixed 
spans ; the master control is in Coleraine signal box, suit- 
ably interlocked with the signals, track circuits and tablet 
instruments concerned. With a train proceeding towards 
Londonderry the king lever can be pulled and the bridge 
control rendered free to be operated as soon as such train 
has cleared track circuit No. 11, it being naturally in the 
interest of the railway that waiting river traffic should 
be cleared as quickly as possible. This facility is not .new, 
9 however, as it had been provided with other apparatus in 
rN 1924, when the present bridge was opened. 

The other factor increasing the difficulty of working at 

Pa Coleraine is the main road level crossing at the north end 
ey of the station. The gates are now power-operated by an 
NS or ~%, oil gate machine, specially designed to cope with the wide 
day-to-day variations of load experienced in crossing gate 
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Down inner home signal 
No. 44 with junction in- 


Up starting signal from down 
platform, Ne. 8, with june- 
tion indicator, position-light dicator above, calling on 
shunt signals and telephone unit below and signal for 

box entering goods arrival road 


operation. An electric motor, 
which is never reversed, drives a 
pump, which, through a reversible 
valve, controls a vane movement 
driven by oil circulated through 
the pump. The movement of the 
vane is transmitted to the gates. 
rhe reversing valve is of balanced 
type, operated mechanically from 
a small control handle at one end 
of the locking frame, by means of . 
which the signalman can graduate : 
the valve openings to a fine degree = 
of adjustment, so regulating the 
power applied to the gates to suit 
all conditions, such as high adverse 
winds. The same control permits 
of instant reversal in case of emer- 


gency or obstruction. zé 


Power Supply 

A single-phase a.c. supply is 
taken at 230 volts, 50 cycles, from 
the Antrim Electric Distribution 
Company, and stepped down by 
a 5-kVA. oil-cooled indoor-type 
transformer to 110 volts for the signalling. This voltage is 
used for the line and indication circuits. Track circuits are 
d.c., fed through metal rectifiers. A separate step-down 
transformer supplies the shunt signal lighting circuits. 
No power supply being available at Macfin, the electric 
controls for the direction levers are fed from a 12-volt 
primary battery. 

The new signalling layout was designed and installed to 
the requirements of Major Malcolm Speir, Manager, N.C.C. 
Section, L.M.S.R., by Mr. W. Marshall, Signal, Telegraph 
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Short range 3-aspect signal Advanced starting signal 
No. 31 in Henry’s siding No. 40 on Portrush line 


with telephone box 
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Interior of signal box showing illuminated diagram, light signal repeaters, and 
relay cabinet behind locking frame 


and Electrical Assistant, under the direction of Mr. Neil C. 
Cain, Civil Engineer. The signalling material was supplied 
by the Westinghouse Brake & Signal Co. Ltd. 








AUTOMATIC SIGNALLING IN FRANCE.—In the article on 
this subject on pages 778-9 in our issue of May 12, the 
statement that the Paris-Orleans line had automatic 
signals before the war referred to the P.O.-Midi lines, as 
they were before the S.N.C.F. national system. The 
signals referred to were on the Midi portion of these lines. 








822 THE RAILWAY GAZETTE 


May 19, 1°39 


INTERESTING BRIDGE GIRDER RENEWAL IN PERU 


A brief description of the method and labour employed 


N interesting bridge girder renewal work was recently 
carried out on the Southern Railway of Peru, at 
km. 165 near Arequipa. It was the first time the 

method described below had been adopted in Peru, and, 
with the exception of the riveting, the job was completed 
by unskilled native labour without modern lifting appli- 
ances, ordinary hand worked screw jacks being used. 

The procedure was as follows: The new triangulated 
deck span, having a clear length of 98 ft. 3 in. and a 
finished weight of 86 tons, was erected alongside the old 
span on timber falsework, 61 ft. high and extending to 
the far side of the old superstructure. Eight 4-in. rollers 
with flanges—as seen in the first illustration below— 
were also fixed to the underside of the old plate girder 
span, which weighed 60 tons. This span was then jacked 
up 18 in. at one end and 41 in. at the other, and 





One of the eight flanged rollers 
fixed to old span 








Old span being hauled longitudin- 
ally off bridge 


was hauled out by a locomotive up a specially pre- 
pared track having a 1 in 30 gradient on a path exca\ ited 
between the side walls of the north abutment as shown in 
another illustration. The bearings on the abutments were 
then prepared for the new span, which was finally jacked 
over and lowered on to them. 

The main line was occupied by the engineers ‘rom 
8.30 a.m. on November 19 until 6.40 a.m. on Novem- 
ber 24, during which period passengers and their luggage 
from seven trains had to be passed over, and for each 
transfer a different type of gangway had to be built; four 
of these transfers took place at night. The work was 
carried out under the supervision of Mr. J. L. Murgatroyd, 
Chief Engineer of the railway—to whom we are indebted 





for permission to publish the details—and the Assistant 
Engineer, Mr. F. 


G. Schlappi. 





Above: Special track for hauling 
off old span on path excavaied 
between side walls of abutment 


Left: Old (nearer) and new spans 
on falsework, former being hauled 
off, up special ramped track, by 


locomotive 


BRIDGE GIRDER RENEWAL 
IN PERU 
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MACHINE TOOLS AND OPERATIONS AT ST. ROLLOX WORKS, 
L.M.S.R.—II 


Machining axleboxes, piston rings, and other parts 


HE standard method used by the L.M.S.R. for 
anchoring the white metal in engine axleboxes or 
brasses is that of cutting serrations in the crown. 

This work is.performed on a Muir 16-in. slotting machine 
driven by a 12-h.p. motor and fitted with a special device 
which enables the operator to alter the stroke whilst the 
machine is in motion. Owing to the varying types of 
axleboxes dealt with no special holding-down fixture is 





Fig. 1—Herbert 2S. capstan lathe with automatic bar feed machining axlebox copper screws. 


being parted off three at a time. Tungsten carbide tools 
are used in each case, and the life of the tipped parting 
tools is from 3} to 4 months between grinds. The use 
of this machine for the purpose named effects a saving of 
time of 50 per cent. over the old method. A grinding 
attachment is fitted to one of the heads, and an 8-in. 
dia. by ?-in. wide Norton Crystolon wheel is employed 
for grinding the seat on cylinder covers for metal to metal 





The machine is used for 


small and light work in general 


used, the boxes being clamped direct to the table after 
being set by two locating stops. In the case of brasses, 
however, a simple semi-circular fixture is employed for 
holding the work. The serrating tool, which has four teeth, 
cuts at a speed of 49 strokes a minute, the table being 
rotated at the rate of one tooth a stroke. This new machine 
realises a saving in time of 25 per cent. over the belt- 
driven machine which it replaces. The illustration (Fig. 2) 
shows a 5,000-gal. standard tender bush being serrated for 
the white metal by means of a high-speed steel comb tool. 


Producing Locomotive Piston Rings 


The production time for locomotive piston rings has 
been considerably reduced in the shops at St. Rollox by 
performing the work on a Buckton 36-in. duplex boring 
machine instead of the more usual lathe. (Fig. 3). Cast 
iron drums are machined internally and externally as a 
simultaneous operation with a double tool holder, the rings 


joint on cylinder faces, which being also ground, obviate 
the necessity for hand scraping. 


Machining Small Timber Details 


In order to effect a saving in the time taken to produce 
small timber details, a Wadkin high-speed router has been 
installed in the sawmill (Fig. 4). This is used for cutting 
out and shaping a wide range of carriage and cabinet 
details. The spindle, driven by a high-frequency motor, 
has a speed of 24,000 r.p.m., and the frequency changer 
is built into the body of the machine. The various items 
are machined from wooden templates and the work is held 
in a simple wooden jig having a groove corresponding 
to the shape of the finished article cut in the under side. 
Fixed to the table immediately under the cutter is a pin 
which acts as a guide for this groove when the jib is passed 
over it. The introduction of this machine has made it 
possible to complete at one operation many articles which 
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Fig. 2—Serrating an axlebox crown to anchor white metal Fig 3—A Buckton 36-in, duplex boring machine, which has 
with a Muir 16-in, slotting machine considerably speeded up the production of piston rings 


Fig. 4—Wadkin high-speed router cutting out and shaping Fig. 5—A Heap 2-in. screwing machine fitted with a 
carriage woodwork details tangential die-head and arranged for cutting taper threads 
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previously had to pass through several 
ma ines. 

Another new machine in the carriage 
section is a Heap 2-in. screwing machine 
(Fig. 5) f}tted with a tangential diehead 
and arranged for cutting taper threads. 
This machine, while it is capable of deal- 
ing with any general screwing required, 
is employed principally on pipe work; 
it replaces an old machine on which 
chasgr dies were used. 


Machining Small Details 

order to relieve large machines of 
small and light work, such as pipe 
nipples and sma!! screws, a Herbert 2S. 
capstan lathe has been installed in the 
machine shop (Fig. 1). The screws are 


turned, using tipped tools, and the 
spindle speed is 708 r.p.m. which is re- 
duced to 319 r.p.m. for screwing. An 


automatic bar feed arrangement is incor- 
porated with the machine, and the screws 
are machined from #-in. square copper 
bar. The machine has a spindle speed 
up to 3,000 r.p.m. and contains a num- 
ber of interesting features, including a 
double multi-plate clutch which controls 
the fast and slow spindle speeds and a 
quick operating reverse. The turret 
carries a tangential diehead and the screw 
slide is fitted with a Herbert Duo-Rate hand feed. The 
use of this light, fast machine for these small details has 
made a saving of 33 per cent. in the production time. 


Locomotive Boiler Stands 
Interesting fixtures are in use in the erecting and boiler 
shops for supporting boilers when out of the frames (Fig. 
6). In place of the usual wooden blocks, permanent boiler 
stands have been introduced. These are built up from 
old rails and are adjustable for height, so that any type 
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Fig. 6—Special permanent type of boiler stand built of old rails, introduced 
at St. Rollox in place of the usual wooden blocks 


of boiler can be accommodated. In addition to being safer 
than the wooden blocks, they save time in positioning 
the boiler and also assist in keeping the shops clean and 
tidy. A similar stand is used for carrying tender tanks 
which have been removed from the underframe for repair. 

The machines above referred to are shown in operation 
in the accompanying illustrations, and we are indebted 
to the courtesy of Mr. W. A. Stanier, Chief Mechanical 
Engineer, for the originals and also for the particulars 
embodied in the descriptions. 








= 





World’s Largest Reinforced 
Concrete Bridge Slab 


One of ten 130-ton reinforced concrete 
slabs for carrying five Canadian National 
Railway tracks over 18th Street, New 
Toronto, in place of a level crossing. 
This particular type of pre-cast slab 
was originated by the C.N.R., and 
designed by Mr. C. P. Disney, Bridge 
Engineer of that system. Each slab is 
80 ft. long, 3 ft. deep, and 6 ft. 6 in. 
wide. According to standard C.N.R. 
practice, the rail bearing plates are 
bolted down directly on to the concrete. 
The International Limited and other 
crack trains of the C.N.R. pass over 
this bridge 





May 19, 1939 


& 
iS 
il 
<3) 
N 
XS 
ia.) 
Se 
~ 
= 
<= 
_ 
% 
= 
ica) 
SI 
fang 


uip4y yoXos ayy 01 
peyrvw uaas si FOPO “ONT ‘asidmyz 
ysijl4gy ay} U1 Saatjowmor0] pauipuDvasgs 
saZivy =ayl—ssvj2 ..00P9>. ay1 fo 
aud “POPO “OAT aarjowor0, H-g-p AQ 
paynvy aq yim uray ay? “YA ey 


uo ausnol sjt ynoy8noiyy : mojag 


uray yoXos ayy Suynvy 
40f uoynvivdaid ui sariaap pokos ynin 


pauozpjqua aanowosn, “y'd') :UfeT 


(9¢Q a3nd uo aj91j4D aag) 


VGVNVD NI 
NIVHL ‘IVAOH AGN 





(d19Vd NVIGV\ 





May 19, 1939 THE RAILWAY GAZETTE 


> i pee wea 4 es ts 


» sarees 


S 
$ 
S 
= 
& 
a 
3 
® 
J 
<= 
~ 
E 
£ 
hen! 
~ 
L 
aa 
~” 
iS 
5 
3 
~ 
& 
= 
= 
ss 
— 
= 
& 





THE RAILWAY GAZETTE May 19, 1939 


in 


yal tra 


im ro 


luded 


s sitting room 


unc 


ht, 


Waa VA 
oy NWA 


’ 


I, 
' 


go 


é 


N.R. dining-car 


] 
‘* 


rpe € 
A corner of the Kin 


New ty 


a 


C 


TRAIN IN 


ROYAL 


The King’s bedroom 


* 
ne. By 
s Gaere 
Ye 
RS e 








XUM 


May 19, 1939 


THE RAILWAY GAZETTE 829 


THE HIGHEST SPEED ON RAIL 


A brief account of the work which led up to the construction of an experimental 
railcar that reached a speed of 143 m.p.h. on the Reichsbahn in 1931 


‘OR the past eight years it has been generally recog- 
I nised that the highest speed ever attained on rail 
was secured during an experimental run on the 
German State Railway between Berlin and Hamburg in 
the summer of 1931. The vehicle concerned was a speci- 
ally-constructed experimental railcar, but until now com- 
paratively few details have been published. Through the 
courtesy of Dr. Sommer of the Reichsbahn, however, we 
are now able to publish some official particulars. 
When the preliminary work leading up to this ultra-high- 
speed run was undertaken, the world record for rail travel 


7"?! 


This car had a smooth streamlined form, brought down 
as near the rails as possible. The two axles were 20 m, 
(65 ft. 7 in.) apart; the vehicle was 28°8 m. (95 ft.) long, 
and so constructed that ordinary curves could be nego- 
tiated. For traversing sharp curves a hand steering-wheel 
gear was provided. Pneumatic and hand brakes were in- 
stalled. There were 24 seats. A 12-cylinder petrol engine 
developed 600 h.p. at 1,600 r.p.m.; the air screw was 
tWo-bladed and 2:8 m. (9 ft. 2 in.) dia. 

A fast run, which achieved a world record, was made 
on June 21, 1931, between Bergedorf and Spandau West on 





The Kruckenberg railcar as it was when it attained the record speed of 143 m.p.h. 


was the 210 km.p.h. (1303 m.p.h.) that had been reached 
in the famous electric traction trials of 1903 on the military 
railway between Berlin-Marienfelde and Zossen. Some 
details of the results of these experiments were included in 
an article by Dr.-Ing. Walter Reichel which was published 
in our Electric Railway Traction Supplement for May 3, 
1935. 

Twenty vears later the Gesellschaft fiir Verkehrstechnik 
(Association for the Advancement of the Science of Trans- 
port) which is generaily known as the G.V.T., was estab- 
lished to specialise in developing a high-speed type of 
railway. During the first five years of its existence, up 
to 1928, it worked out the details for a monorail suspen- 
sion railway in association with the leading German firms 
fitted to do such work. Streamlined vehicles propelled 
by airscrews were to be used, but eventually these plans 
were given up, at least temporarily, and attention was 
turned to making a high-speed railcar to run on the ordi- 
nary form of railway. 

The Association accordingly got into touch with the 
D.V.L. or German Aeronautical Research Association of 
Berlin, which agreed to undertake tests with a two-axle 
vehicle (built by it in 1917) propelled by an airscrew. 
Trials were made in due course, but it was not then 
thought advisable to publish results. The car, equipped 
with two B.M.W. IV engines developing a total of 460 
h.p., was not originally made for the purpose nor fully 
streamlined, and attained only 175 km.p.h. (1083 m.p.h.). 

From these trials came the designs for the G.V.T. 
propeller-type car, which was ready for its first high-speed 
test on September 23, 1930, between Hanover and Celle, 
8 km. (5 miles), when it attained a speed of 182 km.p.h. 
(113 m.p.h.). Acceleration was 0-63 m. per sec. per sec., 
enabling the car to reach a speed of 100 km.p.h. (62-14 
m.p.h.) in 66 seconds, after travelling 985 m. (3,230 ft.). 
At 150 km.p.h. (93-2 m.p.h.) the fuel consumption was 60 
litres per 100 km. (4:7 miles per gallon). The weight 
empty was 17,580 kg. (174 tons), but with measuring 
instruments and observing staff was 18,500 kg. (18% tons). 


the Berlin-Hamburg line, during which 257 km. (1593 
miles) were covered in 98 minutes, at an average speed of 
154 km.p.h. (95:7 m.p.h.). Between Karstadt and 
Dergenthin a speed of 230 km.p.h. (1429 m.p.h.) was 
maintained for 10 km. (6-2 miles); track conditions necessi- 
tated its reduction thereafter. Inclusive of passengers, 
fuel, &c., the vehicle weighed 21 tonnes. The fuel con- 
sumption was 70 litres per 100 km. (4:03 miles per gallon). 
This record was never repeated. 

The vehicle, being an experimental one, was not used 
in regular service and a Maybach diesel engine was eventu- 
ally substituted for the Otto engine, the air-screw was given 
up, and the axles were driven by hydraulic gear, increasing 
the weight to 28-45 tonnes. Trials continued till 1936. In 
1935 the Reichsbahn ordered a new three-unit articulated 
Kruckenberg car having two 600-h.p. Maybach engines 
and hydraulic drive. It is 70 m. (229 ft. 8 in.) long, 
weighs 125 tonnes, and provides seats for 100 persons. As 
usual with the high-speed German diesel railcars, only 
second class accommodation is provided, and there is a 
small kitchen from which refreshments are supplied to 
passengers in their seats. There are two driving and two 
carrying bogies. The unit is at present undergoing trials 
(begun last year), and when they are concluded it will be 
placed in regular service between Berlin and Hamburg. 








L.M.S.R. IMPROVEMENTS IN BIRMINGHAM DIsTRICT.— 
In order to give improved operating facilities for the heavy 
summer passenger traffic on its West of England main line, 
the L.M.S.R. has decided to carry out a local scheme of 
improvement for easing congestion on this route in the 
Birmingham area. This scheme, which will be carried 
out in time for the busiest period of the coming summer, 
involves the conversion into slow passenger lines of the 
goods lines between King’s Norton and Halesowen Junction, 
thus enabling local passenger trains to be kept free from 
interfering with expresses over this section of 2} miles. 
The scheme also involves signalling alterations, and the 
provision of new connections at Northfield station. 
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Left: Model of Utrecht Central station 
buildings designed by Mr. S. Van Ravesieyn 
to replace those destroyed by fire early this 
year (see our January 27 issue). The siation 
will be rebuilt before the end of the year, 
The upper floor will be faced with granite 


and ornamented with sculpture 



















Right : Mobile broadcasting station and studio 
which has been touring the North Island of 
New Zealand, transmitting programmes from 
railway sidings in country towns. The 
vehicle is the private coach of the New Zealand 
Government Railways General Manager, 
which he loaned for the purpose (see Overseas 
paragraph on page 813) 


Left: Mr. R. P. Biddle, Docks & Marine 

Manager, Southern Railway, escorting French 

Army Reserve officers on a tour of inspection 

of Southampton Docks, which they visited last 
week 
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RAILWAY 


PERSONAL 


ir. W. M. Codrington has been 
elected a Director of the British 
Shareholders Trust Limited. He is 
» Chairman of the Nyasaland Rail- 
ways Company, the Great Western of 
Brazil Railway Co. Ltd., and the 
Central Africa Railway Co. Ltd. 

Mr. V. J. H. Webb, whose appoint- 
ment to succeed Mr. H. C. Rodda as 
Vorks Manager, Stafford Road works, 


a 





Mr. V. J. H. Webb 


Appointed Works Manager, Stafford Road works, 
Wolverhampton, G.W.R. 


Wolverhampton, G.W.R., was _ re- 
corded in our May 5 issue, entered 
the company’s service in 1900. He 
served an apprenticeship at Swindon 
and Wolverhampton, and was trans- 
ferred to the Drawing Office at 
Wolverhampton in 1906. In 1925 he 
was appointed Second Assistant to the 
Divisional Locomotive Superintendent 
at Wolverhampton, and in 1929 be- 
came Assistant Divisional Locomotive 
Superintendent at Wolverhampton, the 
position he has now vacated. 

Mr. Charles Mitchell Hoffe, who has 
succeeded Mr. W. E. Turnbull as 
Assistant General Manager (Com- 
mercial) of the South African Rail- 
ways & Harbours, was born in Ballina, 
County Mayo, Ireland, and came to 
South Africa in 1897 as a boy of 
eleven to join his father who was in 
business in Pretoria. He was educated 
at the Diocesan College, Pretoria; St. 
Jchn’s Boys’ School; Boys’ Model 
School; and the Maritzburg College. 
Mr. Hoffe began his career in the Chief 
Accountant’s office of the Transvaal 
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Repatriation Department in 1902 and 
transferred to the Attorney-General’s 
office in 1904. On the consummation 
of Union, the Attorney-General’s 
office of the Transvaal became the 
Department of Justice, and during Mr. 
Hoffe’s period of service in that depart- 
ment he was clerk to the Law 
Advisers. During 1913 he was ap- 
pointed Assistant Secretary to the 
Native Lands Commission. In 1914 
he transferred to the office of the 
Minister of Railways and some time 





Mr. C. M. Hoffe 


Appointed Assistant General Manager (Commercial), 
South African Railways & Harbours 


later proceeded on active service with 
the Ist S.A. Mounted Brigade to East 
Africa, being mentioned in despatches. 
He was recalled from active service on 
the amalgamation of the offices of the 
Minister of Railways and the Railway 
Board and was appointed Assistant 
Private Secretary to the Hon. H. 
Burton. In 1921 he was appointed 
Private Secretary to the Minister of 
Railways, and in 1923 also became 
Secretary to the Railway Board. In 
September, 1929, Mr. Hoffe was ap- 
pointed Superintendent (Staff) in the 
office of the General Manager and be- 
came Chairman of- the Staff Com- 
mittee. In the following year, on the 
inauguration of the Staff Control 
Board, he was appointed a Member 
and was also Chairman of the Stores 
Investigation Committee. In 1933 he 
took office as System Manager, East 
London, and in 1935 was promoted to 
Chief Superintendent (Staff) and be- 
came Chairman of the Conciliation 
Board. In November, 1936, Mr. Hoffe 
was appointed Understudy to the 
Chief Accountant, afterwards becoming 
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Assistant Chief Accountant, and in 
September, 1937, Chief Accountant. 





Mr. A. J. Holton, whose appoint- 
ment as Stationmaster at Liverpool 
(Lime Street), L.M.S.R., was 
announced in our issue of April 14, 
entered L.N.W.R. service as a lad in 
the Traffic Department at Bletchley in 
August, 1904, and was subsequently a 
Booking Clerk at Bletchley, Bicester, 
and Willesden Junction. In 1911 he 
was appointed District Relief Clerk in 





Mr. A. J. Holton 


Appointed Stationmaster, Liverpool (Lime Street), 
L.M.S.R. 


the Southern District at Euston, and in 
December, 1915, took up duty as Dis- 
trict Signalmen’s Inspector at Willes- 
den Junction. During the years 1917- 
1919 Mr. Holton served in Italy and 
was on the staff of the D.A.D.R.T., 
A.P.O., L.8, Italian Expeditionary 
Force. After demobilisation he re- 
turned to Willesden Junction, and was 
subsequently appointed to Nuneaton 
as District Signalmen’s Inspector, 
where he also acted as Lecturer to 
the School of Signalling Classes 
(sessions 1924-25). In 1926 he became 
Head Office Inspector (Accommodation 
and New Works) at Derby. He 
assumed a similar position at Crewe in 
1933, and in 1936 was appointed to 
the Staff Section and located at 
Euston, which position he now vacates 
on appointment to Lime Street. 





Mr. B. J. Perkins, whose appointment 
to b> District Controller, Heaton 
Norris, L.M.S.R., was recorded in our 
issue of April 14, joined the L.N.W.R. 
in July, 1900, when he entered the 
Traffic Department, Crewe. He served 
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subsequently in various positions at 
Liverpool, Lime Street, and at Man- 
chester, Exchange, where from 1907 to 
1914 he was Relief Stationmaster. In 
March, 1914, he was transferred to the 
new Central Control Office, Crewe, as 
Assistant Controller. In September of 
the same year he joined the King’s 
Liverpool Regiment (‘‘ Liverpool 
Pals’’); after being wounded and gassed 
on the Somme in July, 1915, he was 
transferred to the Railway Operating 
Division of the Royal Engineers. He 
was demobilised in April, 1919, with 
the rank of Captain, and returned to 
his position at Crewe. Mr. Perkins 
went two years later to Mold Junction 
as Yardmaster, and in June, 1925, he 





Vr. B. J. Perkins 


Appointed District Controller, 
Heaton Norris, L.M.S.R. 


was transferred to New Street, Birming- 
ham, as Assistant District Controller. 
In September, 1931, he was appointed 
District Controller, Patricroft, the posi- 
tion he has just relinquished to take up 
his new duties at Heaton Norris. 


The annual dinner of the past and 
present chief officers of the Irish railway 
and shipping companies was held at 
Mills’ Hall, Dublin, on April 17, under 
the presidency of Mr. S. C. Little, 
General Manager of the Sligo, Leitrim & 
Northern Counties Railway. The 
following were among those present : 

Great Northern Railway.—Messrs. J. B. 
Stephens, Deputy Chairman; G. B. Howden, 
General Manager; F. C. Wallace, Secretary ; 
J. Lockhart, Traffic Manager ; H. R. McIntosh, 
Chief Mechanical Engineer; J. G. Shanahan, 
Accountant; J. H. Scott, District Super- 
intendent; Foster Graham, Assistant to 
General Manager. 

Great Southern Railways.—Mr. E. A. Neale 
and Mr. C. E. Riley, ex-general managers ; 
Messrs. W. H. Morton, General Manager; P. J. 
Floyd, Traffic Manager; W. J. Bradley, Law 
Agent; E.C. Bredin, Chief Mechanical Engin- 


eer; Hartnell Smith, Accountant; M. J. 
Ginnety, Running Superintendent; J. P. 


Meadows, Stores Superintendent; T. Elliott, 
former Commercial Manager; J. Doyle, Hotels 
Manager. 

Other guests.—Messrs. J. Ingrim, ex-Secretary, 
Railway Clearing House, and ex-Director of 
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Transport, Eire; J. M. Irwin, Irish Traffic 
Manager, L.M:S.R.; W. F. Minnis, General 
Manager, Belfast & County Down Railway ; 
W. E. Richardson, Secretary, Railway Clearing 
House; R. W. Sinnott, General Manager, 
British and Irish Steam Ship Company; F. S. 
Veltom, Great Western Railway. 


INDIAN RatLWay STAFF CHANGES 

Colonel O. G. Edwards, Controller of 
Stores, G.I.P.R., left Bombay on leave 
preparatory to retirement on March 18. 

Mr. K. J. McNeill, Acting Deputy 


Traffic Manager (General), G.I.P.R., 
has been granted nine months’ leave 


as from March 38. 

Mr. J. B. Barclay has been ap- 
pointed to ‘officiate as Deputy Traffic 
Manager, G.E.P.R., during Mr. 
McNeill’s absence. 

rm kK... ¥. 
Medical Officer, 
from leave and 
March 18. 

Mr. A. K. Homan, Divisional Super- 
intendent, N.W.R., has been granted 
634 months’ leave preparatory to retire- 
ment as from March 31. 

Mr. T. C. Hales, V.D., Officiating 
Chief Commercial Manager, N.W.R., 
has been granted leave preparatory to 
retirement, as from March 17. 

Mr. J. B. Barclay has been ap- 
pointed to officiate as Deputy Traffic 
Manager (General), G.I.P.R., as from 
March 3. 

Mr. C. A. Crawford, Deputy Chief 
Commercial Manager, E.I.R., has been 
months’ leave as from 


Clayton, Principal 
G.I.P.R., returned 
resumed his duties on 


granted 71 
March 30. — 

Mr. T. Stephenson, Chief Commercial 
Manager, M. & S.M.R., returned from 
leave and resumed his duties on 
April 11. 

Mr. E. B. Francis, Superintendent of 
Stores, A.-B.R., has been appointed to 
act as Deputy General Manager in place 
of Mr. A. G. Blake, who has been 
granted leave preparatory to retirement 
as from March 22. 

Mr. A. H. Khan has been appointed 
to act as Superintendent of Stores as 
from that date. 

Mr. T. V. Woods has been ap- 
pointed to act as Chief Commercial 
Manager, A.-B.R., in place of Mr. 
R. S. Vipan, granted seven months’ 
leave as from March 28. 

Mr. H. A. Buller has been appointed 


to officiate as Chief Auditor and 
Accountant, M. & S.M.R., vice Mr. 
A. E. W.. Jervis, granted eight 


months’ leave as from April 13. 


Mr. William F. Cummings has been 
appointed, Chief Engineer, Boston & 
Maine, Maine Central, and Portland 
Terminal Railroads. He entered the 
service of the Boston & Maine Rail- 
road in 1906 as a chainman, and rose 
steadily through various grades to be- 
come Assistant Engineer in the office 
of the Valuation Engineer in 1914. In 
1921 he was promoted to be Valuation 
Engineer, and five years later assumed 
the additional duties of Auditor of Dis- 
bursements. In 1927 Mr. Cummings 


was appointed Engineer of Mainten- 
ance of Way, and in the following year 
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Assistant Chief Engineer of the & 
M.RR., and in 1936 of the M.C. and 
P.T. Railroads also, but has been act- 
ing as Chief Engineer of the thre: n- 
panies since December last. H a 
Past Director of the American R iv 
Engineers Association. . 


Ayad Bey Massoud Lou la, 
M.B.E., has been appointed Traffic 
Manager of the Egyptian Stat 1- 
ways in succession to the late Za] Vy 
Fahmy, whose death was record in 
our March 10 issue. Ayad Bey iS 
born in 1884 and entered the service 
of the Egyptian State Railways in 1901 
as a clerk in the District Traffic Inspec- 


tor’s Office at Schag. In 1902 id 





Ayad Bey Loutfalla, M.B.E. 


Appointed Traffic Manager, 
Egyptian State Railways 


Bey was appointed Head of the Staff 
Section in the newly formed Upper 
Egypt Division at Assiut, and in 1905 
was appointed Sub-Inspector in the 
Assiut Division, being transferred to 
Cairo Division in the same capacity the 
following year. In 1907 he was sent 
to England for a six months’ mission 
with the London & South Western Rail- 
way, and on his return was appointed 
Assistant Inspector. In 1908 Ayad 
Bey was appointed Traffic Inspector 
(2nd Class) and from 1914-1917 during 
the war period gave instruction in rail- 
way signalling to European members of 
the staff. Early in 1920 Ayad Bey was 
appointed Station Superintendent, 
Cairo, which post he held with distinc- 
tion until his appointment as Divisional 
Traffic Superintendent, Luxor, in 1926. 
In 1930, Ayad Bey was appointed Divi- 
sional Traffic Superintendent, Lower 
Egypt Division, Tanta, which post he 
held until 1932 when he was promoted 
to the post of Assistant Traffic Mana- 
ger, being appointed Deputy Traffic 
Manager in 1938. While occupying the 
post of Station Superintendent, Cairo, 
Ayad Bey received the Cross of Ist 
Class Knight of the Royal Order of 
Wasa from the Swedish Government in 
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1921, and the M.B.E. from the British 
Government in 1922. In 1937, the 
Egyptian Government conferred on 
him the title of Bey. 


H. W. J. Powell, whose resigna- 
mm the post of Estate & Rating 
vor, Southern Area, London & 
Eastern Railway, was recorded 
t week’s issue, has joined the 
nown firm of Messrs. Gerald 
Chartered Surveyors, 33, 
erv Lane, W.C.2, as a partner. 


. Cai, 


MANCHURIAN RAILWAY 
ADMINISTRATION 


appointment of Mr. Takuichi 

President of the South 
huria Railway, in place of Mr. 
<e Matsuoka, who has resigned, 
been approved by the Japanese 
inet. 

[he appointment of Mr. Ojiro Sato 
Second Vice-President has also 
approved. 

Mr. Ohmura, who is 67 years of 
is one of the foremost authorities 
railway management in the Far 
t, and a man who, beginning at the 

bottom of the ladder, has worked his 
way up, his whole career having been 
spent in railway development and 
management. 


ura as 


From The London Gazette of May 9: 


Regular Army Supplementary Reserve 


of Officers, Royal Engineers, Trans- 
portation : 

lo be Major (May 10), Captain H. W. 
Wright. 

lo be Captain (May 10): T. B. 
Bunting, Lt. C. R. A. Linton, P. G. 
Dunn, D. G. Minto, C. N. Christensen, 
[. Grimble, R. M. Fisher, Lt. D. G. 
Cornfoot, H. W. C. Lang, A. L. Allpress. 

lo be Lieutenants (May 10): A. W. 
Hallifax, J. G. S. Donaldson, L. F. 
Lowenthal, P. S. Dee, Sapper J. P. 
McCrudden, W. B. Rogers, Pte. H. W. 
Vovsey, P. J. Meadows, Lce.-Corpl. 
N. H. Smith. 

lo be 2nd Lieutenants (May 10): 
H. J. King, Pte. I. M. Rae, J. Petti- 
grew, K. P. Proctor, E. C. Curtis, J. R. 
Sampson, J. K. M. Cooke. 


We regret to record the death in 
Toronto on April 18 after a short ill- 
ness of Mr. William Phillips, former 
European Manager of the Canadian 
National Railways, and Canadian 
National Steamships. Mr. Phillips was 
in his 70th year. He received his 
education in Toronto, and entered the 
service of the Grand Trunk Railway in 
June, 1885, as an apprentice in the 
office of the Toronto District Freight 
Agent. He was later transferred to 
Winnipeg. In 1902 Mr. Phillips was 
made General Eastern Agent of the 
Canadian Northern Railway and Cana- 
dian Northern Steamships. Ten years 
later he came to London as European 
fraffic Manager for the railway and 
teamship line. After the railway amal- 
gamation he remained in London as 
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European Manager of the C.N.R. and 
C.N.S. Mr. Phillips returned to 
Canada in 1925 as Manager of the In- 
dustrial Department in Montreal, and 
retired in 1933. 


We regret to record the death at 
Cardiff on May 5 at the age of 74 of 
Mr. W. J. Holloway. Mr. Holloway 
joined the Bute Docks & Cardiff Rail- 
way in 1880 and served successively in 
the Collector's Department, with the 
Dock Master, and as Assistant to the 
Superintendent, on whose death he be- 
came Traffic Superintendent. In 1915 
he was appointed Mineral and Traffic 
Manager of the railway, an office which 
merged the traffic superintendency and 
the Coal Shipping Department. He 
retired in 1921. 

INSTITUTION OF LOCOMOTIVE 
ENGINEERS 

The following elections were made at 
a meeting of the institution on April 
19:— 

Member 
Reid, Senior Draughts- 
African Railways & 


Mr. J,. BD. 
man, South 
Harbours. 
Transfers from Associate 

Member 

Mr. P. N. Batra, District Operating 
Superintendent (Power), Assam-Bengal 
Railway. 

Mr. W. F. 


Member to 


Noble, Locomotive 
Superintendent & Works Manager, 
Midland, North Western & Northern 
Railways of Uruguay. 

Mr. A. C. Smith, 
Essen (Ruhr), Germany, 
Rendel, Palmer & Tritton. 

Associate Members 

Mr. J. A. Knapman, Head Office In- 
spector, Derby, L.M.S.R. 

Mr. F. Summersgill, Estimating 
Draughtsman, Derby, L.M.S.R. 


Inspector at 
for Messrs. 


We regret to record the death at 
Maidenhead on May 6 at the age of 
79 of the Earl of Mayo, chartered civil 


engineer and land agent. He was edu- 
cated at Charterhouse, and served his 
articles as a civil engineer in the 
office of Sir John Fowler. Under Sir 
John Fowler and Sir Benjamin Baker, 
he took part in the surveys of the Did- 
cot, Newbury & Southampton Rail- 
way. From 1882 to 1889 he was on 
the staff of the Chief Engineer for the 
construction of the Forth Bridge. 
Later he was appointed Resident Engi- 
neer on the construction of the Man- 
chester Ship Canal. The Earl of Mayo 
was a Member of the Institution of 
Civil Engineers, and a Past President 
of the Land Agents’ Society and of 
the College of Estate Management. 


We regret to record the death on 
May 6 at Coker Court, near Yeovil, 
of Lt.-Colonel G. C. W. Heneage. He 
was in his 70th year. Colonel Heneage 
was educated at Eton and gazetted to 
the Grenadier Guards in 1888. He 
served in the South African war, and 
in the great war he was, first, Deputy 
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Assistant Director of railway transport 
and, later, Assistant Director-General 
of Transportation. He was mentioned 
in despatches five times and awarded 


the D.S.O. 


Sir Ronald W. Matthews, 12. 
Chairman of the London & North 
Eastern Railway Company, will preside 
cn October 25 at the seventy-eighth 
anniveisary festival dinner in aid of 
the funds of the United Kingdom Rail- 
way Officers and Servants Association, 
to be held at the Trocadero, London. 


The late Hon. Philip - Henderson, 
formerly a partner in the firm of 
Messrs. Livesey & Henderson, consult- 
ing engineers, left estate valued at 
£372,396 (£115,805 net). 


Mr. C. E. Rooke, Chief Traffic Super- 
intendent of the Nigerian Railway, re 
cently arrived in this country on leave 
until September. The Nigerian Rail- 
way is the largest British Colonial sys- 
tem, having a total route-mileage (on 
the 3-ft. 6-in. and 2-ft. 6-in. gauges) 
of approximately 1,900, on which is 
operated a stock of 241 locomotives, 
333 coaching vehicles, and 3,627 goods 
vehicles. 

We regret to record the death in 
Berlin at the age of 71 of General 
Wilhelm Groner, who succeeded 
General Ludendorff in the last weeks 
of the great war and played a dignified 
part in the discussions on November 
9, 1918, which preceded the Kaiser’s 
abdication. From August, 1914, to 
the autumn of 1916, General 
Groner, who was' born in_ 1867, 
was dictator of the German railway 
system. He was Transport Minister 
in various cabinets from 1920 to 1923. 
General Groner resigned in 1932 from 
the position of Minister of the Interior, 
and then lived in retirement. 

We regret to record the death on 
May 8 at his Putney home of Mr. 
Libert E. J. A. Oury. He was seventy 
years old. Belgian by birth, Mr. Oury 
was a naturalised British subject for 
thirty years. He played a leading 
part in the development of the port 
of Beira, in Portuguese East Africa, 
and in the construction of the Lower 
Zambesi bridge. He was engaged in 
laying down thousands of miles of 
railway line in Africa. Mr. Oury was 
Chairman of the Trans-Zambesia Rail- 
way Co. Ltd., Port of Beira Develop- 
ment Limited, and.Beira Town Sites 
Limited. He was also Director of 
Rhodesia Railways Limited, _ the 
Central Africa Railway Co. Ltd., and 
many other companies connected with 
African enterprises. A requiem mass 
for Mr. Oury was held at St. Mary’s, 
Moorfields, on May 12. Among those 
who attended were :— 

Sir Henry Chapman, Mr. William Codrington 
(Chairman, Nyasaland Railways), Mr. . 
Lavington (representing the Beira Railway 
Company). 
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Ancillary Businesses of the British Railways 


Ii. 


Hotels, refreshment rooms, and 
restaurant constitute the second 
most important of the ancillary busi 
nesses of the British railways. In addi- 
tion to the direct contribution which 
they make to net revenue, they have 
an important contributory value to the 
side of the railway under 
taking. Last year there was a decrease 
of £18,257 in gross receipts, and as ex 
penditure increased by £35,169 the 
total net receipts of 2522,634 were 
£53,426 less than in 1937 It is in- 
teresting to note that the heaviest in- 
1 expenditure was in respect of 
ind wages, which cost £39,455 
more than in the previous year. De 
tails of each company’s receipts, ex- 
penditure, and profit are shown in the 
iccompanying table: 
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with 


the 
more 
rem 
1937 
itions 
whi 
meals, 
profit 
These con- 
introduc 
and 
have re 
in the 
served and were 
in some measure, 
obtained last 


the 
Ived i 


pared 


previous vea§rs 
included 
ile 


at 


the 
breakfasts 
8s. Gd., 
incre 


which 
la ( 
dinner 
steady 
Inne als 


cessions, 
oft a 
short 


tion 


sult d in a 
ot 
doubtless responsible 


for the 


ist 
number 
increased 


revenue 


Gross receipts of the L.N.E.R. were 
£13,000 less than in 1937 and expendi 
by £20,000, notwith 
the transfer of additional 
from renewal suspense 
ount, with a resultant of 
£33,000 in net receipts 
Phe 

L.M.S.R 


that { 


ture increased 
standing 


£10,000 


an 
or 
ic’ decrease 
atering business of the 
is substantially greater than 

the other companies, and the 
ceipts of £3,080,430 (an in 
£400 over 1937) represented 
half of the combined cater 
I Here 

there an increase 
the total expenditure, 
of £22,100 in net re 
It should be pointed out, how 

that working expenses actually 
decreased by £86,500, chiefly in re 


ross 
of 
than 
ipts of the four groups 


1S¢ 
more 


ins 


lg rece 


igain, however, was 
of £: 


99 500 in 
| crease 


eipts 
ver, 


1.908.511 


79 


4a 


OF 


4 


130.083 


Hotels, refreshment rooms, and restaurant cars 


spect of maintenance, and that the re- 
duction in net profit was entirely due 
to the fact that the amount transferred 
from renewal account was_ only 
£16,000, compared with £125,000 in 
1937. 

The Southern Railway Company’s 
refreshment room and restaurant car 
catering is undertaken by contractors, 
ind the figures shown in the table re- 
late only to the two hotels worked by 
the company, namely, the Charing 
and the Craven. Gross receipts 
last year were £12,000 than in 
1937, expenditure was reduced by 
£7,000, and the net profit declined by 
£5,000 


Cross 


less 


Railway Hotels 
common with other hotel 
the railway-owned 


under- 


In 
t hotels 


takings, 


Per cent 
surplus to 
ipts 


PrOSsS Tece 


‘ 

6,857 46,740 
132,583 
330.911 


12.400 


7.005 


iffered last year from Continental 
ompetition as a result of the fall of 
the franc, while the _ international 
crisis of last September and the general 
political unsettlement resulted 
further of business. It should 
be borne in mind that in 1937 
additional business was secured at 
many of the hotels in connection with 
the Coronation celebrations. Capital 
expenditure on railway hotels in 1938 
imounted to £138,000, making a total 
capital expenditure of £9,773,000, and 
the expenditure of a further £138,000 
is contemplated during the current 
year 

Last year marked the completion 
of the scheme for the enlargement and 
modernisation of the Great Western 
Royal Hotel, Paddington, which is 
now claimed to compare favourably 
with any other London hotel. The 
wisdom of the general policy of bring- 
ing railway hotels up to the highest 
possible standards of comfort and con- 
venience is proved by the increased 
business at the Paddington hotel, 
notwithstanding the additional 
rooms now available, difficulty is some- 
times experienced in accommodating 
would-be patrons. The G.W.R. also 
effected improvements at the Fish- 
guard Bay Hotel, Pembrokeshire, 
where additional bathrooms have been 
provided and hot and cold running 
water installed in the bedrooms. A 
scheme has been prepared for the con- 
struction of a new hotel at Birming- 
ham (Snow Hill) station, details of 
which were published in THE RaILway 


in a 
loss 


also 


where, 


May 


19. 


GazETTE of March 3. The 
hotel, which is designed to 
bedrooms, will meet a long fi 
in the city of Birmingham and 
prove very profitable. 
L.N.E.R. hotels benefit 
result of recently completed j 
ment according 
Chairman’s record n¢ 
was 
hotel 
area. 
by 


also 


schemes, and 
review a 
obtained from ithe cor 
business in the North 
The improvements carri 
the company last year i: 
the provision of a cocktail loi 
the Felix Hotel, Felixstowe, a 
internal and external painting 
Scottish hotels. Eight more L 
hotels are scheduled for external 
ing during the current year 

Lord Stamp stated at the 
meeting of the L.M.S.R. that th 
at the company’s new lh 
Leeds had not yet fully realised « 
ations, doubtless in 
generally unsettled conditions 
vear. The L.M.S.R. has moderni 
ground floor of the Caledonian | 
Edinburgh, and opened a new la 
at Hunslet, Leeds. 


hess 


consequent i 


Refreshment Room Improvements 


A noteworthy 
catering in recent 
great improvement 
freshment room accommodation 
vided at stations, a policy whic! 
been greatly appreciated by the 
Possibly the best example of thi 
style of refreshment rooms is aff 
by the new accommodation open: 
the G.W.R. at Leamington Spa in + 
tember last in connection 
construction of the station 

The L.N.E.R., in pursuance of 
‘ brighter station ’’ policy, impr 
the refreshment room facilities 
number of stations, including Ipsw 
Felixstowe, Finsbury Park, Hatfi 
and Hitchin. The company also 
stalled, as an experiment, an up-t 
milk bat Hull 


feature of ra 
vears has be 
effected in t 


with th 


it Paragon station 


Restaurant Car Developments 


There has been a steady increase <1 
ing recent years in the facilities 
obtaining refreshments on trains, 
at December 31, 1938, the compan 
stock of restaurant cars was 7783 < 
pared with 742 at the end of 1937, an 
increase of 31 vehicles. The figure of 
773 includes 93 buffet cars (20 more 
than in 1937), but excludes a_ large 
number of vestibule vehicles fitted with 
tables and used for the service of meals 
occasion demands. 

The G.W.R. brought five new bi 
cars into service last year in furt 
ance of the policy of providing light 
refreshments on trains where the | 
vision of a restaurant car is not justi 
fied. The Southern Railway introduced 
13 new buffet cars in connection with 
the electrification of the Mid-Sussex l 
lines. These cars, whicl 
have a number special features 
were described in detail in the Elect 
Railway Traction Supplement to Ti 
RaILWay Gazette of June 24, 1928. 


as 


1 
I 


Sussex Coast 


of 
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STAFF AND LABOUR MATTERS 


rerritorials and Reserves 
of H.M. Forces 

following statement was issued 
iy 12,. 1939, on behalf of the 
‘Western, London Midland & 
ish, London & North Eastern, and 

rn Railway Companies :— 
ie main-line railway companies 
1ad under consideration the ques- 
f granting leave to members of 
staff for annual training in the 
rial Army or Reserves of H.M. 
s; and an announcement has now 
made that the companies will 
ite as far as practicable the grant- 
f leave of absence required by 
bers of the staff for this purpose. 
idition to the annual leave with 
to which employees are entitled, 
the companies, during the present year, 
will grant to staff who have obtained 
perinission to enlist in the forces, a 
s special leave, in respect of which 
will make up the pay and allow- 
received from the Government 
ill railway pay, and, if desired, 
rant a further week’s special leave 

ut pav.’’ 


W 


Schedule of Reserved Occupations 


fhe Ministry of Labour has now 
d a revised edition of the Schedule 
Reserved Occupations, obtainable 
1 the Stationery Office, price 6d. 
revised schedule is in four parts. 
I contains explanatory notes; 
II contains an alphabetical index 
the occupations included in the 
edule; Part III contains a list of 
ipations in relation to which the re- 
tions apply both to men and 
nen; to men of or above the age, 
iny is stated or if no age is stated; 
to men of all ages; and to women of 
‘ age; and Part IV contains a list 
of occupations in which women clerks 
only are reserved. Railway clerks are 
luded in Part IV of the schedule 
1e amendments to the schedule an- 
nounced by the Ministry of Labour on 
April 27 (see THe Ramway GAZETTE 
for May 5) have been carried into the 
1ew schedule and, in addition, further 
imendments have been made. Some of 
these are brought about by groups of 
occupations which have been broken 
more finely and are shown as sepa- 
te occupations; some _ representing 
ly an amplification of nomenclature, 
ind others are additions to _ the 
hedule. 


Engineering Wages 
was 
London on Wednesday, May 10, be- 


\ further conference held in 
Engineering and Allied 
Employers’ National Federation and 
representatives of the Amalgamated 
Engineering Union, the Engineering 
loint Trades Movement, and_ the 
‘ational Union of Foundry Workers, 
consider the claims of the trade unions 
for improved rates of pay and working 
mditions. The conference lasted all 
lay and ended with an agreed recom- 


tween the 


mendation that the national bonus of 
all adult male workers in the engineering 
industry be increased by 2s. a week. 
A further recommendation of the con- 
ference was that the wages of appren- 
tices, boys, and youths should be raised 
proportionately. 

The actual terms of the agreement 
are as below. In full settlement of 
the union’s application it is mutually 
agreed to recommend the following 
for acceptance by the respective con- 
stituent bodies, namely : 

1.—That the National Bonus be increased 
by 2s. per week to all adult male workers, 
such increase to apply as from the com- 
mencement of the pay period starting in 
the week beginning June 5, 1939. 

2.—The wages of apprentices, boys, and 
youths will fluctuate proportionately accord- 
ing to the National Agreement of December, 
1937. 

The agreed recommendation 
signed on behalf of the employers 
by Sir Charles Craven, Sir Alexander 
Ramsay, and Mr. W. G. Campbell, and 
on behalf of the trade unions by 
Mr. J. C. Little and Mr. I. A. Smith, 
Amalgamated Engineering Union, Mr. 
Mark Hodgson and Mr. E. Gilbert, 


was 
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Engineering Joint Trades Movement, 
and Mr. T. Chadwick and Mr. Albert 
Wilkie, National Union of Foundrv 
Workers. ; 

The recommendations are to be sub- 
mitted to the employers affiliated to 
the National Federation, and to the 
trade unions represented at the con- 
ference. They will be considered by the 
Confederation of Shipbuilding and Engi- 
neering Unions at a meeting to be 
held in York on June 9, and by the 
National Committee of the Amalga- 
mated Engineering Union at its annual 
meeting which opens at Llandudno 
on June 8. 


Railway Staff National Tribunal 
_ The Railway Clerks’ Association at 
its annual conference, which opened at 
Bournemouth on Monday, May 15, con- 
sidered Decision No. 5 of the Railway 
Staff National Tribunal, and a full 
statement on the tribunal’s rejection of 
the claims of the association was given. 
The conference decided to accept the 
tribunal’s findings and to forego anv 
further action on its own claims for 
the present, but it also decided to giv: 
its full support to the claim of the 
National Union of Railwaymen for a 
50s minimum wage. 








A.R.O. Annual Luncheon 


There was a record attendance of 
1,000 persons at the annual luncheon 
of the Associated Road Operators, held 
at Grosvenor House on Monday, May 
5. Major H. E. Crawfurd, President 
of the association, was in the chair, 
and in addition to the nucleus repre- 
senting the road transport industry, 
those present included members of the 
two Houses of Parliament, traffic com- 
missioners and officials of Government 
departments, railway companies, and 
representative trade organisations. 

Major H. E. Crawfurd, in proposing 
the toast of His Majesty’s Government, 
coupled with the name of the principal 
guest, Captain Euan Wallace, made a 
jocular allusion to the press reports in 
New York whenever a new star ap- 
peared in the theatrical firmament of 
that city, trusting in the allegorical 
significance that, with the appointment 
of a new Minister of Transport, more 
of this country’s highways would be- 
come broad ways. He extended a 
hearty greeting to Sir Ralph Wedg- 
wood, Mr. Gilbert Szlumper and other 
railway members of the Central Road- 
rail Conference, and referred in feli- 
citous terms to the recent improvement 
in railway traffic returns, as indica- 
tive of better trade conditions, which 
would benefit both industries equally. 
The stability in conditions envisaged 
by the road-rail agreement was excep- 
tionally welcome, and they were all 
looking forward to statutory sanction 
of an agreed rates structure for both 
services, operated under parallel condi- 
tions, and advantageous to transport 
agency and trader alike, Apart from 


the healthier competition resultant from 
the aforementioned ‘‘ stability,’’ Major 
Crawfurd alluded to the bugbear of 
uneconomic rates which, he said, were 
the parents of over-long hours and un 
desirably low wages, and welcomed the 
part played by the A.R.O. in preparing 
the Road Haulage Wages Act. 

Captain Euan Wallace, in his reply, 
stressed the great value of being able 
to deal with an industry which was 
properly organised, adding the rider 
that an organisation which was the 
product of the industry itself was 
greatly preferable to one imposed upon 
it extraneously. The welfare of the 
small operator, in an industry where 
half a million vehicles were in the hands 
of roughly 200,000 different owners, 
was of paramount importance, and 
while the licensing system, embodied 
in the 1930 and 1933 Acts, afforded a 
considerable measure of security of 
tenure to the small man, provided he 
fulfilled the statutory conditions under- 
lying wages and maintenance of 
vehicles, there were still innumerable 
problems and difficulties to be dealt 
with, and that was where the A.R.O., 
by providing opportunities for consulta- 
tion, mutual assistance and the formu- 
lation of a sound policy, proved in- 
valuable. Referring to the ‘‘ square 
deal’’ campaign, Capt. Wallace said 
that he had been particularly gratified 
by the frank and friendly interchange 
of views between transport interests 
normally in competition. 

Sir Ralph Wedgwood, in a short 
speech, proposed the toast of the Chair- 
man, who suitably responded, 
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The Canadian Royal Tour 


(See 
royal train in which 
Their Majesties are travelling from 
Quebec to Vancouver, back to 
Niagara Falls, and thence to Washing 
and New York, and finally, to 

Scotia, is running westwards 
the Canadian Pacific route and 
castwards over Canadian National 
metals, the last part of the tour after 
the United States visit being partly 
over C.P.R. and partly C.N.R. lines. 
Each system is contributing its quota of 
coaches and providing its own locomo 
tive power, the C.P.R. using only one 
engine, No. 2850, throughout its terri 


[The Canadian 


ton 
Nova 


over 


illusirations on 


pages 826-828) 
Mr. Mackenzie King’s. He prefers his 
10t to be air-conditioned. 


The Royal Apartments 
Her Majesty’s suite consists of a 
bedroom, a dressing room and a bath- 
room. The Queen’s bedroom is 
painted a blue-grey and the furniture 
damask the 
draperies are also dust-pink, and the 
flooring is of cork, with small neutral 
toned The Queen's bathroom, 
idjoining, is decorated in lavender 
tiles. The toilet is white enamel and 
the fixtures chromium and _ nickel. 


has dust-pink coverings; 


rugs. 
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of green self-toned damask, 
draperies taffeta; and in the ot 
furniture is covered in blue- an 
printed homespun with gold dr 

The second car from the rear 
will be used as headquarters 
royal suite, contains large sittii 
dining rooms, finished in Nil 
and with rose damask 
furniture. The dining room s 
persons at a time. On each 
the sitting room are roller maps i 
cealed them 
Eastern and the other W 
Canada. There are also in th 
a kitchen, a pantry, a steward’s 
a bedroom for His Majesty’s se 
and a small office containing two 
and a filing cabinet. 


cases, one ol 
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Sketch map showing the route of the royal tour in Canada and the United States 


mentioned in 
the 
there 
train is” pre 
and 
the 
roval 


tory, as 
pages this 
ments are 


our Overseas 
catering arrange 
described Che 
eded by a_ pilot 
consists of 12 vehicles 
The royal train 
blue livery, including the 
and the carriage 
has silver panels between the 


week; 
also 
royal 
train, 
behind 
IS In 


each 

tenders 
locomotives, Stock 
windows 
and horizontal gold stripes above and 
below the window line throughout the 
length of the train. The two privat 
cars of the Governor-General, 
have been redecorated for the 
Their Majesties, will the 
coat of arms, other bearing the 
royal cypher and crown. 

In addition to the C.P.R. 
type locomotive No. 2850, the roval 
train will be hauled by the following 
C.N.R. engines ‘ 6400 ”’ 
two ‘‘ 6000 class, one Pacific. 
‘ 6400 ”’ the largest stream 
lined steam locomotive in the British 
Empire. The 12 cars behind the tender 
are arranged in the following 
composite 


which 
use of 
carry royal 


cars 


Hudson 


class, 


rhe 


one 


class is 


order : 
. baggage car, baggage and 
staff sleeping car, business car, dining 
car, three compartment cars, 
chambrette sleeping cars, 
for the Prime Minister, Mr. Mackenzie 
King, and the two private cars for 
Their Majesties trailing. The pilot 
train accommodates officials, pressmen, 
and photographers. All the 
train are air-conditioned 


two 
a private car 


royal 


cars ext ept 


Lhe colour scheme of the dressing room 
is similar to that of the 

His Majesty’s 
Queen's 


bedroom. 
bedroom adjoins the 
Between the two 2-ft. 
by 2-ft. sliding panel at the head of 
the beds The King s bedroom is 
painted cream [he floor is cork and 
covered, like the Quer n’s, by the small 
neutral-toned scatter rugs. His bath 
similar to the Queen's except 
tiled in mauve; the fixtures 
are almost identical The King’s 
furniture, quite plain, is upholstered in 
vlazed_ blue white chintz. The 
Queen's suite contains a small safe for 
the jewels which the royal couple has 
brought to Canada. Other rooms, in the 
bedroom for Her 
Majesty’s personal maid, and another 
for the Lady-in-Waiting. rhe latter 
bedroom is finished in cream paint, 
with a neutral-toned scatter rug on the 
cork floor. rhe draperies and cover 
are pink glazed _ chintz. The 
bedroom is cream with green 
printed linen coverings. 
There is also a bathroom in white tiles. 
The royal sitting room is panelled in 
curly birch of a rich golden brown tone 
and strikes the modern note in interior 
decoration in its woodwork, blending 
with the golden bronze lighting 
fixtures. Two sets of coverings and 
draperies are provided for this room, 
allowing for a change during the trip 
In one case the furniture coverings are 


is a 


room is 
that it is 


and 


rearmost car, are a 


ings 
maids 


and brown 


fhe royal train was taken out for 

trial run on May 9, with C.P.R. loc 
motive No. 2850 at its head. It rai 
from Montreal to Smith Falls and 
back, and all equipment tested 
and found satisfactory. Illustrations 
of the train will be pages 
826-828 
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found on 








Forthcoming Events 


May 20 (Sat.).—L.M.S.R. Hunt's Bank Athlet 
Festival, at Football Ground, Bloomfield 

Road, Blackpool, 1 p.m. 
21-22.—-Stephenson Locomotive Society 

(London). Visit to Running Sheds in 

Devonshire, G.W.R., and Southern Rail 

way. 

May 22 (Mon. Engineer and Railway Staff 
Corps, at May Fair Hotel, Berkeley Street, 
London, W.!. Annual Dinner. 

Indian State Railways, at Café Monico, Picca 
dilly Circus, London, W.1, 7 for 7.30 p.m 
Annual Dinner. 

June 3 (Sat.).—Permanent Way Institution 
(Manchester - Liverpool), at Southport 
“Three Reinforced Concrete Bridges,”’ by 
Mr. W. Beatty 

June 8 (Thurs.).—Railway Club, at Royal Scot 

tish Corporation Hall, Fetter Lane, London 

E.C.4, 7.30 p.m. “ Traffic Control Sys 

tems,’’ by Mr. C. Anderson. 

8-14.—Stephenson Locomotive Societ 

(London). Summer Tour, Eire and North 

Wales. 

June 14 (Wed.).—Institution of Civil Engineers 
Annual Conversazione. 

June 14-17.—Institute of Transport, at South 
ampton. Annual Congress. 

July 4 (Twes.).—Institution of Electrical Engi 
neers, at Natural History Museum, South 
Kensington, London, S.W.7. Annual 
Conversazione, 


May 


June 
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MINISTRY OF TRANSPORT ACCIDENT REPORT 


tetween Nannerch and Rhydymwyn, L.M.S.R., October 15, 1938 


A out 8.43 a.m. the 8.14 a.m. up 


rail ‘tor train from Denbigh, two 
oa ; and engine in rear, collided at 
ib 40 m.p.h. with a motor cycle at 
thi rth Hendre occupation crossing, 
lil the rider, F. Davies. The acci- 
de is not witnessed. Weather was 


fir d clear.. Major G. R. S. Wilson 
ted the official inquiry. 

crossing originally of the 
0 tion field type and was provided 
16 for the convenience of a land- 
ow The North Hendre Lead Min 
mpany purchased the land and 


was 


{ 1 a shaft about 1896. Until 1936 
tr was mainly confined to pedes- 
trians, but in the latter year, after 
re il of mining activities, the mine 
oO iny approached the railway and 
5 there would be about 450 men 
usi the crossing daily and, after 
other plans had been rejected as to» 
it was agreed to make a foot- 


crossing with wicket gates along 
side the original one. The latter has 
( losing gates, opening away from 


the railway, with spring catches and 
padlocks and notices calling on users to 
lose the gates properly, but one of these 
had become nearly illegible. There are 
signals in the vicinity, with a public 
level cressing and a box 200 yd. dis 
tant, but the signal indications afford 


n safe guidance concerning’ the 
approach of trains. Road and footpath 
iser is extensive for the type of cross 
ng, and lorries cross during the day 

ft at the mine. Access to two pri 
houses is also by the cri ssing. 
appears little technical difficulty 
viding alternative road access to 
the mine if an arrangement could be 
made with a neighbouring tile com 
pany 

Vith the large numbers of men with 
bicycles and motor cycles using such a 


ssing it became difficult to ensure 
the gates being left fastened. Even 
tually they were locked and _ keys 


issued to certain individuals but there 
was little improvement thereafter. 
The mining company issued instruc 
tions to its timekeeper to keep a good 
watch on the gates, but this could be 
only partly effective. 
rhe rail motor train was being driven 
Passed-Fireman W. Hughes, the 


driver, J. Davies, remaining on the 
engine. Hughes said that visibility 
s good as he approached the crossing 
nd that he whistled three or four 
times. He saw no cyclist but heard a 
und at the crossing. Davies saw 
thing. He regarded the crossing as 
equiring special care on account of 
ivy user and always whistled and 


ept a good lookout. 


Inspecting Officer’s Remarks 
No blame attaches to Hughes, who 
is driving the train. A serious acci- 
nt was to be expected sooner or later 
the outcome of the general condi- 
tions at the crossing. The main gate 


was certainly not locked when Davies 
reached it, and probably rode across 
without a glance along the line. The 
whistle may have been drowned by 
the noise of the cycle engine. 

It is understood that in law the rail- 
way company could object to substan 
tial increase in user of an occupation 
crossing, although it has not been 
thought justifiable this 
branch line where service is infrequent 
and speed moderate. It is unfortunate 
that by a licence agreement made in 
1937 the railway company appears to 
have, at any rate temporarily, accepted 
the position, with full knowledge of 
the character and extent of the work 
traffic. Certain protective 
measures could be taken under this 
agreement, however, at the expense of 
the mining company. The arrange 
ments at the crossing are unsuitable 
to the present conditions of user and 
require drastic overhaul in the interests 
of safety. The most satisfactory im- 
provement would be to provide alter 
native access to the mine and close the 
crossing and the railway company 
strongly supported this view at a meet 
ing called to discuss the general ques 
tion of protection. The mining com 
pany has since declined to agree to the 
closing of the 
mechanical warning devices as an alter 


to do so on 


men’s 


crossing, suggesting 
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native, and formally objecting to the 
gates being locked on the score of in- 
convenience. This is to be regretted 
and they should be pressed to recon- 
sider the matter. 

If however a less satisfactory, though 
not necessarily jess costly, alternative 
has to be adopted one of the following 
is required :— 

(a4) A permanent gate-keeper during 
trate hours, with warning indicator 
and bell in the block circuit. 

(6) Remotely controlled gates, per- 
haps of the falling barrier type, worked 
from the public, crossing and _inter- 
locked with the existing signals; or 

(c) Conspicuous visual warning de 
vices, Uluminated after dark, on both 
sides of the crossing, operated auto- 
matically by approaching trains, or by 
the gate-keeper at the public crossing 
and interlocked. 

The present unsatisfactory conditions, 
including the risks to the travelling 
public, have been brought about en- 
tirely by the activities of the mining 
company; it cannot be said that the 
character of the train service has altered 
inaterially for a considerable number 
of years. Moreover that company ap- 
pears to have accepted responsibility 
for any protective measures which the 
railway may require at the new foot- 
path crossing. The latter has no 
specific obligation to protect users of 
occupation crossings, although it is not 
indifferent to the risks involved to its 
passengers and staff by collision with 
road_ vehicles. 








Association of Minor 


that official recog 
nition has been given bv the 
Minister of Transport to the Association 
of Minor Railway Companies, which 
was formed a short time ago to repre 
sent the interests of light and other 
railway companies that are not parties 
to the Railway \ssociation 
Che scope and objects of the association 


We are informed 
now 


Companies 


are : 
In the interests of light and other 
railway companies not parties to the 
Railway Companies Association, as a 
means of combined direct representation 
to the Ministry of Transport or other 
Government department in any future 
legislation respecting railways, and also 
with the object of co-ordinating action 
and mutual support in the event of 
nationalisation or unification of rail- 
ways or transport Also to deal with 
any other matters of national or local 
interest in respect of light and other 
railway companies not at present 
grouped or amalgamated, and to ex- 
change information with regard to 
methods of charging and operation.” 
The need for some form of joint 
representation has been felt since the 
formation of the four main-line groups, 
and this became more acute owing to 
the severe road competition in recent 
In conjunction with the appeal 
from the main-line companies for a 
‘square deal,’ the Association of 
Minor Railway Companies directed the 


vea’s. 


Railway Companies 


attention of the Ministry of Transport, 
the Transport Advisory Council, and 
the Railway Companies Association, 
to their parlous condition, and 
appealed for a ‘‘ square deal,’ making 
certain suggestions as to how the small 
companies could be assisted. 


also 


Che constituent members are : 

Ashover Light 

Jarrington Light 

Cannock Chase & Wolverhampton 

Corringham Light 

Derwent Valley Light 

Easingwold Light 

East Kent Light 

Festiniog 

Kent & East Sussex 

Milford Haven Dock & Railway 

North Sunderland Light 

Nottingham Colwick Estates Light 

Romney, Hythe & Dymchurch Light 

South Wales Transport Co. Ltd 
the Swansea & Mumbles Railway) 

Shropshire & Montgomeryshire Light 

Snailbeach District 

South Shields, Marsden & 
Collierv Light 

Stocksbridge 


Weston, Clevedon & Portishead Light 


(Lessee of 


Whitburn 


The Chairman of the association is 
Major H. A. Watson, C.B.E., M.V.O., 
Escrick Park, York (formerly General 
Superintendent of the North Eastern 
Railway) and the Honorary Secretary 
is Mr. S. J. Reading, General Manager, 
Derwent Valley Light Railway, Laver- 
thorpe station, York. 
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RAILWAY AND OTHER MEETINGS 


Beyer, Peacock & Co. Ltd. 


Che annual general meeting of Beyer, 
Peacock & Co. Ltd. was held at the 
Midland Hotel, Manchester, on May 9, 
Captain Hugh Vivian, M.I.Mech.E., 
Chairman of the company, presiding. 

The Secretary (Mr. L. T. Dawes) 
read the notice convening the meeting 
and the auditors’ report 

The Chairman, in moving the adop- 
tion of the report and accounts, said 
he had pleasure in reporting the in- 
vitation of Mr. Wilmot to join the 
board, and his appointment as Manag- 
ing Director. Mr. Wilmot had rendered 
outstanding services to the company 
during a long period of quite exceptional 
difficulty and stress. 

Reviewing the report, the Chairman 
said the item in the balance sheet of 
work in progress and stocks of stores 
and materials, standing at £194,627, 
showed an increase over the previous 
vear of nearly £47,000, and was over 
{60,000 higher than the figure for 
1936 he net profit for the year was 
£51,074, which had made it 
to eliminate the debit balance on profit 
and loss account from last year, leaving 
a credit balance to carry forward of 
about £2,000. The Chairman thought 
it could be claimed that the present 
condition of the company and _ its 
order book was distinctly encouraging. 


pe yssil le 


DEAL’’ WANTED FOR 
LOCOMOTIVE BUILDERS 


\ ‘SQUARE 

BRITISH 

Shareholders would appreciate the 
difficulties in present circumstances of 
a company dependent on 
markets for almost the whole of its 
normal trade. Foreign competitors 
were not in a comparable position, 
having a home railway market to rely 
on in greater or whereas 
British railways had never been regular 
customers of their own company since 
the amalgamation. Such orders as 
they placed with the industry were at 
irregular intervals, when their own 
facilities were fully employed. It was 
undoubtedly a convenience for the 
railways to fall back on the industry 
in time of need, and it might be per 
tinent to enquire whether such facilities, 
ready in times of emergency, were not 
worthy of steady support year 
by year. A “square deal’’ from the 
railways in this respect would mean so 
much in maintaining competitive 
strength in international markets. 

At present the company’s. order 
book included locomotives for Kenya, 
Nigeria, India, Brazil, Rhodesia, and 
Turkey. The last-mentioned was of 
particular interest as it was one of the 
results of the credit agreement made 
between the Turkish and British Govern- 
ments, and formed part of the first large 
contract obtained for this country under 
that arrangement. 

Among the most interesting orders 
completed during 1938 was one for 
16 Beyer-Garratt locomotives for the 
Johannesburg—Mafeking section of 


overseas 


less degree, 


some 


the South African Railways (3-ft. 6-in. 
gauge). These were the largest and most 
powerful ever placed on so light a 
rail as 60 lb. a yard. The company 
had also supplied 12 eight-coupled 
Beyer-Garratt engines to the Rhodesia 
Railways—a repeat order of a type 
supplied about nine vears ago—and a 
repeat order from the same administra- 
tion for four Beyer-Garratts to work 
expresses on the Mafeking—Bulawayo 
section. This 500-mile stretch was 
worked throughout with-one engine. 
Engines had also been despatched to 
the Sudan, Australia, Peru, and the 
Gold Coast. 

Encouraging reports of the perform- 
ance of Beyer-Garratt locomotives con- 
tinued to be received. As an example, 
the Chairman quoted some operating 
figures from the Kenya & Uganda 
Railways, for which a further six engines 
of the type were being built. These 
railways already had 36 Beyer-Garratts, 
which during 1937 ran an average of 
nearly 45,000 miles each ; three engines 
ran over 60,000 each. These figures 
constituted a record for locomotives of 
the Beyer-Garratt type on narrow-gauge 
railways. He was pleased to say that 
the company’s Continental licensees 
were experiencing a demand for their 
special type of locomotive which was 
placing a considerable tax on_ their 
manufacturing facilities. 


STUDYING CUSTOMERS’ REQUIREMENTS 


The Chairman then referred to the 
comprehensive tour of the railways of 
Africa (excluding South Africa), made 
during the year by Mr. W. Cyril 
Williams and his more recent visit to 
Turkey. The company considered it 
imperative to have the most intimate 
knowledge of customers’ requirements 
and of the conditions under which their 
products would have to work. Their 
subsidiary, the Richard Garrett Engi- 
neering Works Limited, continued to 
make progress at a rate which was as 
gratifying as it was notable. 

It would be seen from the balance 
sheet that there was still much to be 
done before the position could be con- 
sidered satisfactory. Considerable sums 
would have to be found to repay the 
temporary loans the company had 
arranged to finance its manufacturing 
operations and for other purposes. 
Arrears of dividend had also to be con- 


‘sidered, so the task before the company 


was one of considerable magnitude. 
The directors had this question con- 
stantly in mind, and had already taken 
steps to discuss it with those best able 
to advise them. Should international 
affairs become more stable, the directors 
would submit for shareholders’ approval 
a scheme prepared in collaboration with 
their advisers. 

The Chairman concluded by expres- 
sing his great indebtedness to his col- 
leagues on the board, to Messrs. Wilmot, 
Jackson, and Williams for their in- 
valuable services to the company, and 
to the Secretary, Mr. Dawes, for the 
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efficient discharge of his duti 
under conditions of considera} 
culty and stress. He also than 
staff for loyalty and support s 
given. 

The report and accounts wer 
mously adopted. 





Stewarts and Lloyds Lim: 

The annual general meeti 
Stewarts and Lloyds Limited w: 
in Glasgow on May 16, Mr. A. C. 
diarmid, Chairman of the co: 
presiding. 

The Secretary (Mr. William Si 
read the auditors’ report. 

The Chairman, in moving thx 
tion of the report and accounts 
his address by saying that the s 
of Stewarts and Lloyds had been 
possible by the enthusiasm, the 
work, and the loyalty of the stafi 
employees, and at the outset of h 
marks he wished on_ behalf 
board and the shareholders to ack 
ledge and pay tribute to their efi 
The accounts for the year show 
trading profit of £2,649,107. This 
pared with £2,505,796 for 1937. 
net profit, after crediting transfer 
and debiting directors’ fees, cont: 
tions to the employees benefit sch 
and the staff pension and life assur 
scheme, debenture interest and red 
tion, and depreciation on the new | 
amounted to £1,931,234, which 
pared with £1,929,314 for 1937. 

They would be aware that trac 
general during 1938 was on a n 
lower level than in 1937. The « 
pany’s production of tubes fell by s« 

16 per cent. With a falling off in 

put of this order a corresponding «i 
cline in profits might have been 
pected. The explanation was antici 
pated in his speech of last year, when 
he said that the company expected to 
benefit progressively from the capital 
expended at Corby and at their other 
works and that important additions to 
plant which had been brought into 
operation during 1937 had had only 
partial effect on the profits of that year 
and he made it clear that the year 
1937 did not receive for the full !: 
months the benefit of the improved 
level of prices which had been estab 
lished in the home and export markets 
The year 1938 benefited to the full ex 
tent from the improved prices, and this 
with the progressive advantages derived 
from the company’s capital expenditur 
and other general co-ordinating activi 
ties, fully accounted for the larger pro 
fit earned on the reduced turnover. 

The company had placed to em 
ployees’ benefit the sum of £50,000, and 
their intention was that this should be 
added to the original sum of £120,000 
which was invested outside the business 
and administered by trustees for tiv 
benefit of the staff and employees 
Perhaps the most important part of th: 
provision made by the directors was 
the appropriation of £500,000 out oi 
profits to form a reserve for the main 
tenance and development of export 
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There had appeared to be a 
ncy to regard the provision as 
iting some weakness in co-opera- 
between British and foreign tube- 
s. Such was not the case, for 
xport arrangements were running 
hly, but to adopt a permanently 
position would not be in the in- 
; of the company or of the nation’s 
t trade. It might interest them 
iow that there were some 33 coun- 
where the manufacture of steel 
and pipes was carried on in some 
or another, and that the producers 
1any of these countries were not 
never had been members of any 
3 
ntioning the possible effect on the 
vany’s earnings should export con- 
ns become difficult, the Chairman 
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recalled his remarks in 1936, when, 
with the company just recovering from 
depression and Corby still in its in- 
fancy, cut-throat competition had made 
serious inroads into their profits. It 
was reasonable to expect that were 
such a situation to arise again, the com- 
pany’s development since then would 
cause loss of profit due to lower export 
prices to be much smaller in propor- 
tion to total earnings. 

The Chairman referred to the appoint- 
ment since their last meeting of Mr. 
William Stewart, their Secretary, as a 
Director of the company. Mr. Stewart 
had been employed by the company since 
1897 and had been Secretary since 1929. 
Since his appointment as Secretary he 
had, owing to the developments of the 
company which had since taken place, 
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had a very onerous task to fulfil and 
this he had done to the complete satis- 
faction of the board. 

So far as the prospects for the year 
1939 were concerned they would not 
expect him in the present unsettled 
state of international affairs to venture 
very far in prophecy. The internal 
position at the moment was that pro- 
duction cost figures were benefiting pro- 
gressively as a result of the capital ex- 
penditure of recent years. Demand 
was strong and increasing, both in the 
home and export markets, and the pro- 
fits earned during the first quarter of 
the year showed a considerable improve- 
ment on those for the corresponding 
period of last year. 

The report and accounts were unani- 
mously adopted. 








QUESTIONS IN 


astal Trade 
John Wardlaw-Milne (Kidder- 
ster—C.), on May 9, asked the 
ident of the Board of Trade what 
posals the Government had under 
sideration for the assistance of the 
stal shipping trade, in view of the 
ure of the competition, both external 
internal, to which that trade was 
ject; and, particularly, whether 
steps had been taken to secure that 
vernmental and local bodies stipulate 
at consignments belonging to them, 
ordered by them and carried coast- 
se, should be conveyed only in British 
sels. 
Mr. Oliver Stanley (President of the 
ard of Trade): The Government’s 
oposals regarding the coasting trade 
re included in my statement in this 
suse on March 28, to which I would 
ferthe hon.member. Steps have been 
<en to encourage municipal and other 
blic authorities to ensure that British 
used for their coastwise 
hipments. The coasting trade has 
irived at understandings with the 
ilways in connection with the applica- 
the latter to the Government 
d, as has been pointed out to the 
lustry, it is in the direction of co- 
eration within the industry and co- 
rdination with the railways, road 
iuliers, and canals that further progress 


nnage is 


on of 


The * Square Deal ’’ Report 

Mr. Ben Smith (Bermondsey, Rother- 

the—Lab.), on May 10, asked the 
Minister of Transport whether he would 
sue a White Paper on the subject of 
new road and rail legislation ; and when 
id he expect this legislation to be 
ntroduced. He also asked the Minister 
f Transport whether he would make a 
tatement respecting the agreements so 
ir made between the railways and road 
nterests and between both of these and 
the traders ; and whether, with a view 
o clarifying the position, he would now 
iuthorise the publication of the Report 
ff the Transport Advisory Council on 
the railway companies’ claims. 

Captain Euan Wallace: The Report 


PARLIAMENT 


of the Transport Advisory Council 
which contains as appendices the full 
text of agreements reached between the 
railway companies and certain other 
interests, is being printed and should 
be available towards the end of next 
week. I regret that I am not yet ina 
position to make a statement of policy 
regarding this report. 

Gas Lighted Carriages 

Mr. J. F. E. Crowder (Finchley—C.), 
on May 10, asked the Minister of Trans- 
port if, taking the four chief railway 
systems, he could state in each case 
the proportion of passenger carriages 
still lighted by gas. 

Captain Euan Wallace: Excluding 
electrically-operated stock, all of which 
is lighted by electricity, the number and 
proportion of railway passenger vehicles 
of all descriptions owned by each of 
the four amalgamated railway companies 
and lighted by gas was, at December 31, 
1938, as follows : 

Per cent. 
of total 


Number 


Southern Railway .. None 

Great Western Rail- 
way (provisional 
figures) +» ee 

London Midland & 

Scottish Railway 
London & North 

Eastern Railway 2,781 
Accident at Motherwell 

Mr. James Walker (Motherwell— 
Lab.), on May 10, asked the Minister 
of Transport whether he had any state 
ment to make about the serious rail- 
way accident at Motherwell the pre- 
vious night. 

Captain Euan Wallace (Minister of 
Transport): At 11.19 p.m. last night 
the 10.50 p.m. passenger train, Glas- 
gow to Carluke, came to a stop in 
Motherwell station. A light engine, 
unattended, ran out of the engine sheds, 
and collided with the rear of the pas 
senger train. The last coach of the 
passenger train was derailed, and also 
the light engine. Both main lines were 
blocked. One passenger and the guard 
of the passenger train have been de- 
tained in hospital suffering from slight 


1,083 18-14 
709 4-22 


2-68 


injuries and shock. Seventeen other 
passengers suffered injuries of a minor 
nature. 

Steel Makers’ Association and 
Business with Railway Companies 

Lieutenant-Colonel J. T. C. Moore- 
Brabazon (Wallasey—C.), on May 15, 
asked the Chancellor of the Duchy of 
Lancaster if he was aware that the 
British Steel Makers’ Association had 
laid down conditions by which stock 
holders might not do business with 
Government departments, railway 
companies, public bodies, &c., except- 
ing with its approval; and if the 
Government buying departments had 
agreed to conform to this principle. 

Captain H. F. C. Crookshank (Finan- 
cial Secretary to the Treasury): I have 
been asked to reply. In reply to the 
first part of the question I would refer 
my hon. friend to the answer given 
on May 9 to the member for Exeter 
by the President of the Board of Trade. 
The answer to the second part is in the 
negative. 





Parliamentary Notes 


Progress of Railway Bills 

The L.M.S.R. Bill and the L.N.E.R. 
(Superannuation Fund) Bill were read a 
second time in the House of Lords on 
May 4. 30th Bills passed the Report 
stage in the House of Lords on May 9. 
The L.N.E.R. Bill was read the third 
time and passed on May 16. As no 
amendments were made in it by the 
House of Lords it now awaits the Royal 
Assent. The L.M.S.R. Bill was down 
for third reading yesterday (May 18). 

The Southern Railway Bill was, on 
May 11, reported, with amendments, 
from the House of Commons Committee, 
on Unopposed Bills. 

The L.P.T.B. Bill which was to have 
come before a Select Committee (Group 
E) of the House of Commons on May 16, 
is now unopposed and has been referred 
to the Committee on Unopposed Bills. 
The petitions against it which have 
been recently withdrawn included those 
of the trustees of Southwark Borough 
Market, Southwark Borough Council, 
and Grand Union Canal Company. 
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NOTES AND NEWS 


Rubber-Tyred Sleeping Car. 
[he Michelin company, of Clermont- 
Ferrand, has got out designs for a 
rubber-tyred sleeping car suitable for 
national and international services, and 
capable of being marshalled in trains of 


ordinary stock. 


Cordoba Central Railway.—The 
name of the Cordoba Central Railway 
Company has been changed to the 
Cordoba Central Trust. It is announced 
by the Trust that by agreement with the 
Argentine Government the time for the 
completion of the purchase of the rail 
way has been extended for a period not 
exceeding 15 days from May 9, 1939. 


Unification of German Customs 
Tariffs.—Customs tariffs in the old 
Reich, Austria, Memel, and the Sudeten 
land have now been unified, and since 
\pril 1, there is, therefore, no longer 
any customs control whatsoever at the 
former frontiers between these areas. 
for the time being there is still a cus 
toms control at the frontiers of the 
Protectorate of Bohemia and Moravia. 


Indian Railway Officers’ 
Dinner.—The forty-first East Indian 
Railway Officers’ annual dinner will 
take place at the Trocadero Restaurant, 
Piccadilly Circus, on Friday, June 30, 
at 6.30 for 7 p.m Che Chairman will be 
Dy E. W. Guinness. Tickets for 
members and their guests are as usual 
obtainable from the Honorary 
tary, Mr. S. T. Dutton, 25, 
Vale, Maida Vale, N.W.6. 


East 


Secre- 


Carlton 


Railway Students’ Association. 
By permission of Arthur Guinness, 
Son & Co. Ltd., a party of 60 members 
of the Railway Students’ Association 
was conducted over the new brewery 
at Park Royal during the afternoon 
of Saturday, May 13. The modern 
methods of storing, weighing, and 
internal conveyance of malt and hops, 
the processes of brewing, and _ the 
reception, filling, and dis 
tribution of barrels were all thoroughly 
explained by the staff The visit 
ended by the party being invited to 
take tea in the staff dining room, at the 
conclusion of which Mr. C. A. Nisbet, 
Joint Honorary Secretary of the associa 
tion, expressed the keen appreciation 
present for the hospitality 


cleansing, 


of those 


Continental Connections by Rail- 
way Air Services.—The summer 
schedules (beginning May 22) of Rail- 
way Air Services Limited not only 
increase facilities between London, Man- 
chester, and Liverpool, but provide new 
air connections for Lancashire with the 
Continent vza Croydon. There will be 
each direction daily 
between London, Manchester, and Liver- 
pool, the first up machine arriving in 
Croydon at 9.45 a.m., in time for most 
of the morning departures to the Conti 
nent The last northbound — service 
daily will not leave Croydon until 7 p.m 


four services 1n 


which will allow numerous additional 
Continental connections to be made 
compared with last summer, when there 
was no northwards departure later than 
the middle of the afternoon. 

New Chessington Line, S.R.—The 
extension of the Southern Railway Tol- 
worth branch to Chessington South, 
with an intermediate station at Chessing- 
ton North, will be opened for traffic on 
Sunday, May 28. \ twentyv-minute 
service will be provided. 

** Staggered ’’ Hours for London 
Transport Staff.—On May 15 some 
600 office employees of the London 
Passenger Transport Board changed 
their daily hours of work from 8.30 a.m. 
to 4.30 p.m., instead of 9 a.m. to 5 p.m., 
as formerly This step has been taken 
by the board as its own contribution to 
solving rush-hour congestion on lines 
widely suggested but not yet generally 
adopted. The employees affected are 
mainly in the board’s headquarters at 
55, Broadway, Westminster, and in the 
Baker Street offices. 

Institution of Railway Signal En- 
gineers.—At a meeting in London on 
May 17, a paper entitled ‘* Signalling 
and Interlocking on the Metre-Gauge 
System, B.B. & C.I.R.,’’ was read on 
behalf of the author, Mr. H. C. Towers, 
Member, who is absent in India. Mr. 
W. J. Sadler, Mr. J. T. Howard Turner, 
and the President, Mr. J. Boot, spoke 
in the discussion. Mr. Boot announced 
that it was expected to hold the summer 
meeting in the Midlands, beginning on 
\ugust 18. The ordinary meetings will 
be resumed in October. 


Santander- Mediterraneo Railway. 

\t the thirty-fourth annual general 
meeting of the Central Mining & Invest- 
ment Corporation, held on May 9, 
reference was made to the subsidiary, 
the Anglo-Spanish Construction Co. 
Ltd., which unable in 1938 to 
any of its Spanish treasury 
bonds, and no repayment of debentures 
therefore The services 
of the Santander-Mediterraneo railway 
were maintained throughout the year 
without interruption, and revenue 
showed a substantial increase; there 
was an appreciable surplus over working 
expenditure. The railway was entirely 
in Nationalist territory from the first 
day of the civil war, and the services 
rendered by a reduced staft, handling 
more than twice the pre-war traffic, 
have been warmly acknowledged in all 
quarters. 

Re-signalling L.N.E.R. Lines for 
Tube Services.—The London Passen- 
ger Transport Board is engaged in 
re-signalling the L.N.E.R. lines north of 
Highgate in connection with the exten- 
sion of the tube services to Alexandra 
Palace, Barnet, and Edgware, to be 
inaugurated as far as East Finchley in 
July. All lines concerned are_ being 
track-circuited and equipped with 
colour-light signals and electro-pneu- 


was 
realise 


was possible. 
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matic train stops; electro-pne 
point equipment is used at statio 
junctions as required. Fog repeat: 
to be provided about 400 ft. in 
each stop signal, and repeater 
will be used where necessary 
ordinary weather conditions. Ther 
be power signal boxes at Park Ju: 
(74 levers), East Finchley (28 | 
Finchley Central (53 levers), and 
Barnet (26 levers). Certain of tl 
signal boxes will be retained to w: 
night in connection with the runni 
steam-hauled coal trains. 


Argentine Railway Earning¢g- 
The earnings of the priv: 
owned Argentine railways for the 
seven months (July-January) of 
financial year 1938-39, amount 
223,381,000 pesos m/n., a decrea 
14,112,000 pesos, or 5-9 per cent 
pared with the corresponding peri 
the previous financial year. Thi 
ceipts of the British-owned railw 
included in the above figures, 
200,876,000 pesos, or 12,393,000  p 
(5-8 per cent.) less. Of the decr 
in the aggregate figures, 
accounted for 11,164,000 
7:1 per cent. less than in the previ 
period, and passenger receipts 
declined by 1,756,000 pesos, or 3-4 pet 
cent., although the number of pass¢ 
was 3-8 per cent. greater 
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‘* Fighting for Freedom ’’ Exhi- 
bition at Newcastle.—Mr. C. \M 
Jenkin Jones, Divisional Gener: 
Manager, North Eastern Area, L.N.E.R 
opened the railway companies’ “ Fight 
ing for Freedom ”’ exhibition at Manor 
North station, Newcastle-on-Tyne, © 
May 9. This exhibition has alread 
been seen by 115,000 people at Waterlo 
and Victoria in London, and in Mai 
chester, and was described on _ the 
occasion of its inauguration at Waterloo 
in our issue of March 3. In opening 
the exhibition Mr. Jenkin Jones said 
“IT take this opportunity of re-stating 
what is perhaps the most salient point 
in our whole campaign, that we seek in 
no way to restrict any other form of 
transport, but simply that we may have 
the right to compete for traffic on a fait 
footing with our friends on the roads 
in the water, and even in the air, so 
that the railways may be enabled to 
play their proper part in the transport 
system of Great Britain both in peace 
and in war.” 


Inter-Railway Ambulance Com- 
petition.— The inter-railway ambul 
ance competition will take place on 
Wednesday, May 24, at the Wharn 
cliffe Rooms, Marylebone. As is cus 
tomary, nine teams will compete, two 
from each of the grouped railways, 
which have been selected by a series of 
competitions organised by the respective 
companies, and one selected by a pre 
liminary competition arranged by the 
St. John Ambulance Association for the 
ungrouped railways. This preliminary 
contest was held on March 24, at St. 
John’s Gate, Clerkenwell, and was 
judged by Dr. M. M. Scott of London ; 
the Midland & Great Northern Joint 
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\btained first place, and thus quali- 

r the final competition. The teams 

nting the companies in the inter- 
competition will be as under : 


teal 
nec 
re 
ra 
Western Rail- Barry Loco., and Pon 
typool Road. 
Crewe, Machine Shop, 
and Camden ‘“ A.” 
T'vne Dock, and Tux 
ford. 
Horsham, and Water- 


n Midland & 

ttish Railway. 

I & North 

tern Railway. 

ern Railway... 
loo ‘*‘ A. 

Midland & Great Nor- 
thern Joint. 
adjudicators will be Dr. F. E. 

x of London and Dr. G. S. Phillips 

waun-cae-Gurwen, Glam. The 
ige shield of the St. John Ambul- 

\ssociation and prizes will be pre- 

| at the conclusion of the competi 

by the Rt. Hon. Viscount Horne, 
G.B.E., Chairman the Great 
Railway. 


uped railways 


of 
ern 
‘ew Norwegian Air Service. 

1 June 1 to September 30 the 
L. (Norwegian Air) Company will 
ite 17-seat seaplanes on a new 
days-only service between Bergen 
in connection with B. & N. 
sailings between England and 
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Norway. This will effect a great saving 
in the journey time between London and 
Oslo, for the seaplanes take less than 
two hours from Bergen to Oslo, a journey 
which if undertaken by train involves 
a night in a sleeping car. The complete 
schedule of the new air service is con- 
tained in the summer sailings programme 
of the B. & N. Line. 


Road Accidents.—The Ministry of 
rransport return for April of persons 
killed injured in road accidents is 
as below. The figures in brackets are 
those for the corresponding period of 
last vear 


or 


Killed Injured 
England 
Pedestrians 
Others... 
Wales 
Pedestrians 
Others... 
Scotland 
Pedestrians 
Others... 


193 (171 
254 (256) 


4.980 
10,951 


(4,827 
(10,926 


992 


(oce 


(492 


208 
489 
(665 
(982 


24 


24 
36 


586 
865 
513 (509 18,079 (18,120) 
The total fatalities for the preceding 
month were 457, compared with 516 in 
the corresponding period of 1939. 








British and Irish Traffic Returns 


Potals for 19th Week 


BRITAIN 


| 
1939 


I.S.R. (6,830) mls. f f 

nger-train traffic... 438.000 434.000 
Ke 517,000 470,000 
262,000 244,000 
779,000 714,000 
6,217,000 ,148,000 


chandise, 
il and coke 
S-train trafti 
receipts 


N.E.R. (6,320 mils. 
nger-train trathe 
rchandise, &c. 
val and coke 

is-train trathe 


tal receipts 


289,000 
342,000 
266,000 
608,000 
897,000 


286,000 
319,000 
232 000 
551,000 
837,000 


W.R. (3,737} mls 
ssenger-train trathic 
Merchandise, &« 

\ il and coke 
ods-train traffic 
tal receipts 


188,000 
214,000 
124,000 
338,000 
526,000 


185,000 
192.000 
105,000 
297,000 
482,000 
S.R. (2,140 mls 
Passenger-train trath 
Merchandise, &« 
Coal and coke 
Goods-train traffic 
tal receipts 


286,000 
68,500 
31,500 

100,000 

386,000 


282,000 
52 000 
L000 
000 
I 372,000 
erpool Overhead 388 
64 mls.) 
4$ mils.) oa 4,251 
Passenger 


Board 


1,326 & 


rsey 
London 
l'ransport 


O81 


594,600 3,800 

[IRELAND 
lfast & C.D. 
SO mls.) 


pass. 1,933 943 
478 
AE I) 


164 

2,407 
} 

8,450 


goods 


total 


reat Northern 
543 mls. 


8,500 


pass. 


goods 


total 


10,400 
18,900 


8,100 
16,550 


reat Southern 
2,076 mls.) 


pass. 29,325 28,035 


goods 41,374 


total 


70,699 


Inc 


lotals to Date 


or Dec. 1939 


4 { / / 
4,000 7,968,000 8,151,000 183,000 
$7,000 8,663,000 9,090,000 
18,000 5,448,000 5,273,000 
65,000 14,111,000 ,363,000 


69,000 22. 079,000 22,514,000 000 


3,000 5,238,000 
23.000 5,984,000 
34,000 4,964,000 
57,000 10,948,000 
60,000 16,186,000 


5,331,000 
5,427,000 
,919,000 
, 346,000 
.677,000 


3,000 
3,000 
5,000 
000 
000 


000 3,378,000 
2.000 3,672,000 
,000 2,191,000 
000 5,863,000 
000 9,241,000 


3,415,000 
,685,000 
2,213,000 
5,898,000 
,3 13,000 


~ 


000 
000 
000 
000 
000 


SIQho— 
mar o 


,000 
5,500 
3,500 
000 
000 


5,288,000 
1,110,000 

647,000 
1,757,000 
7,045,000 


5,309,000 
,153,000 
630,000 
,783,000 
7,092,000 


000 
3,000 
000 
3,000 
000 


62 24,7: 25.338 618 


170 83,835 567 


800 | 26,150,700 5,881,000 269,700 


34,861 34,716 
8,323 


8,252 
3,113 43.039 


9 
l 


5 
} l 
50 166,100 163,350 
164,100 
327,450 


25,750 


2,300 189,850 
5 500 


2,350 355,950 


290 565,425 570,824 5,399 


2,652 779,451 764,343 15,108 


841 


British and Irish Railway 
Stocks and Shares 


Prices 


1938 


Stocks May 


17, 


1939 


1938 


Rise / 
Fall 


Highest 
Lowest 


G.W.R. 
Cons. Ord. 
5% Con. 
5% Red. Pref.(1950) 
4% Deb. ... ea 
434% Deb.... 
44% Deb.... 
5% Deb. ... 
24% Deb... 
5% Rt. Charge 
5% Cons. Guar. ... 


32 
841, 
92 
9712 
98 
10219 
1141p 
59 
108 
10219 


253, +112 
+2 
43 
+1 


gt) 
971o 
10019 
104 
119 
60 
114 
12812 103 
L.M.S.R. 
11 
23 
4334 
66 
85 
105 
772 


143, 
3919 
5915 
7712 
9212 
10519* 
8312 


Ord. eee eee 
4% Prefce. (1923) 
4% Prefce. w-.| 8214 
5% Red. Pref.(1955) 10312 
4% Deb. ... ..- 1051336 
5% Red.Deb.(1952) 11414 
4% Guar. - 10234 


3012 
7014 


L.N.E.R. 
5% Pref. Ord. 
Def. Ord. ... oie 
4° First Prefce. 
4% Second Prefce. 
5% Red. Pref.(1955) 
4% First Guar. 
4% Second Guar. 


8516 412 
4716 215 
681, | 2 3215 
2714 13 

97 5010 
9712 7212 
91,4 631, 
3% Deb. ... «| 7914 6612 
4% Deb. ... ---/1041g 8612 
5% Red.Deb.(1947) 1105 1031» 
44% Sinking Fund |10811;¢ 100 

Red. Deb. 


101 


SOUTHERN 

Pref. Ord. 

Def, Ord. 

5% Pref. ... ash 
©, Red. Pref.(1964) 
% Guar. Prefce. 
% Red.Guar. Pref. 
(1957) 

%. Deb. ... 
% Deb. ... 
% Red. 
1962-67 


87 

2134 
115 
11512 
12812 
116 


4778 
Ql4 
83 
98 
106 
10910 


- L091, 
129 
107 


95 
117 


Deb 10112 


Becrast & C.D. 
Ord. 


ForTH BRIDGE 
4% Deb. ... 
4 


% Guar. 


991g 
9419 


G. NORTHERN 
(IRELAND) 
Ord. 


G. SOUTHERN 
(IRELAND) 
Ord. ° 
Prefce. 
Guar. 
Deb. 


10719 
---/130 117 
. 108 98 
- 1221336 105 
84 68 


MERSEY 
Ord. 


aan 2414 
4% Perp. Deb. 


- 10278 
77 


1612 
9434 
69 


20 
91 


2 
3,942 l,: 


344,876 1,335,167 


9,709 


3% Perp. Deb 
3% Perp. Prefce. 


6612 | 57 


661g 
5112 


* 46th Week (before pooling) * ex dividend 
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CONTRACTS AND TENDERS 


British rolling stock manufacturers 
have been awarded contracts by the 
Turkish Government for a total of 300 
rail wagons. The contracts together 
are valued at approximately half-a- 
million pounds sterling. 

The Hunslet Engine Co. Ltd. has 
received an order from the Bombay, 
Baroda & Central India Railway Ad- 
ministration for one saturated steam 
boiler for a 2-ft. 6-in. gauge ‘“‘ C 
locomotive to be supplied to the inspec- 
tion of Messrs. Rendel, Palmer & Tritton. 


” class 


Hurst, Nelson & Co. Ltd. has received 
an order from the Nizam’s State Rail- 
way for 10 metre gauge bogie carriage 
underframes, 56 ft. 6 in. long, to be 
supplied to the inspection of Messrs. 
Freeman, Fox & Partners. 

The Swedish Asea Company has 
received an order from the Swedish 
State Railways for two 3,500-h.p. 
express electric locomotives for a top 
speed of 84 m.p.h. These locomotives 
are to have individual axle drive in 
preference to the hitherto almost uni- 
versal rod drive of Swedish State 
electric motive power. It is anticipated 
that these locomotives will be able to 
maintain a running average of 60 m.p.h. 
with 600-ton trains between Stockholm 
and Gothenburg. 


John Fowler & Co. (Leeds) Ltd. has 
order from Consolidated 
Limited for a _ 110-b.h.p. 
diesel-mechanical locomotive to _ be 
fitted with a Vulcan-Sinclair fluid 
coupling and the traction gearbox of 
the Hydraulic Coupling & Engineering 
Co. Ltd Another order booked by the 
same builder is for a 220-b.h.p. diesel 
locomotive for Government § service, 
which is to be equipped with the same 
make of transmission. 


received an 
Refineries 


Beyer, Peacock & Co Ltd. has 
received orders from the Bengal-Nagpur 
Railway Administration for cylinders 
for ‘‘HX”’ and ‘“‘NM”’ class locomo 
tives and valve spindles. 

J. Spencer & Sons Ltd. has received 
an order from the Leopoldina Railway 
for 2,180 steel spiral springs for carriages 
and wagons. 

Linley & Co. has received an order 
from the Madras & Southern Mahratta 
Railway for 10 copper firebox plates to 
be supplied to the inspection of Messrs. 
Rendel, Palmer & Tritton 


Nicholson & Fieldsend Limited has 
received an order from the Bombay, 
Baroda & Central India Railway Ad- 
ministration for 3,265 helical and volute 
springs to be supplied to the inspection 
of Messrs. Rendel, Palmer & Tritton. 


George Salter & Co. Ltd. has received 
an order from the Bengal-Nagpur Rail- 
way Administration for 782 spiral and 
volute springs 

The Pullman Standard Car Export 
Corporation has received an order from 
the Entre Rios Railways for 350 chilled 
cast-iron wheels for 30-ton wagons. 


The Metropolitan-Cammell Carriage & 
Wagon Co. Ltd. has received an order 
from the Crown Agents for the Colonies 
for one bogie inspection saloon required 
for the Gold Coast Government Railway 
and similar to those already on order 
from the same firm for this adminis- 
tration. 

Geo. H. Sheffield & Co. (Engineers) 
Ltd. is to supply Sheffield-Twinberrow 
bogies for the above saloon coach for 
the Gold Coast Government Railway. 

D. Wickham & Co. Ltd. has received 
an order from the Chinese Government 
Purchasing Commission on behalf of the 
Ministry of Railways, China, and to the 
inspection of Messrs. Fox & Mayo, for 
360 sets of ironwork for pushcars. 


E. & <A. Ashworth Limited has 
received an order from the South Indian 
Railway Administration for one metre 
and broad gauge 60-ton wagon weigh- 
bridge, to be supplied to the inspection 
of Messrs. Robert White & Partners. 


Wm. Beardmore & Co. Ltd. has 
received an order from the Assam- 
Bengal Railway Administration for 
64 pairs of wheels and axles for coaches 
to be supplied to the inspection of 
Messrs. Rendel, Palmer & Tritton. 

The Chinese Government Purchasing 
Commission has placed the following 
orders on behalf of the Ministry of Com- 
munications, China, and to the inspec- 
tion of Messrs. Fox & Mayo: 

Ericsson Telephones Limited: 300 sets of 
portable telephone equipment. 

General Electric Co. Ltd. : 125,000 insulators. 

raylor, Tunnicliffe & Co. Ltd.: 300,000 
insulators 


The Chinese Government Purchasing 
Commission, on behalf of the Ministry of 
Communications, China, and to the in- 
spection of Messrs. Fox & Mayo, has also 
placed the following orders for equip- 
ment required for the Szechuen-Yunnen 
Railway : 

Ransomes & Rapier 
mixers, 

Ingersoll Rand Co. Ltd.: 
equipment spares. 

lr. Summerson & Sons Ltd. : 
car replacers. 

Abtus Limited: 
lever trolleys. 

British Ropes Limited : 

Dorman, Long & Co. Ltd. : 
beams. 


Limited: Five concrete 


Rock-cutting 
60 pairs of 
Motor trolleys and hand 


Wire rope. 
Steel I-section 


The Crown Agents for the Colonies 
have recently placed the following 
orders y 

Alley & MacLellan Limited : Air compressor. 

Broom & Wade Limited: Air compressor. 

Consolidated Pneumatic Tool Co, Ltd.: Air 
( ompress¢ iT. 

P. & W. MacLellan Limited: Angles. 

Babcock & Wilcox Limited: Boiler. 

W. T. Henley’s Telegraph Works Co, Ltd. : 
Cable. 

Siemens Bros. & Co. Ltd.: Cable. 

Aberdare Cables Limited: Cable. 

Callender’s Cable & Construction Co. Ltd. : 
Cable. 

British Insulated Cables Limited : Cable. 
Pirelli-General Cable Works Limited : Cables. 
Gloucester Railway Carriage & Wagon Co. 
td. : Carriage underframe details. 

John I. Thornycroft & Co. Ltd. : Chassis. 
Whitecross Co. Ltd. : Copper wire. 


John Watts (Burnley) Limited : Cotton waste. 
Butters Bros. & Co, : 


Crane, 








May 19, 1929 


J. Baker & Bessemer Limited 
received an order from the Leopo” lina 
Railway for 346 steel axles for carrin ves 
and wagons. 


Metropolitan-Vickers Electrica] ), 
Ltd. has received a part contract n 
the Great Western Railway fo; e 
supply of Cosmos electric lamps a 
period of twelve months ending Apri. 0) 
1940. 


The Siemen’s Electric Lam; 
Supplies Limited has received a fur: ser 
contract from the Great Western 
way for the supply for one ve: f 
Siemen’s British-made electric lam 


J. Walsh & Co. Ltd. has receive 1 


order from the South Indian Raii 
Administration, to the inspectio f 
Messrs. Robert White & Partners r 


254 steel panel sheets. 


C. V. Desiderio, of London, W.1, 5 
received an order for 72 Desilux « 
pressed air horns and 72 auxil 
electric horns for installation in 
A.E.C. railcars now being built for 
Great Western Railway. 


3anting & Tresilian Limited s 
received an order from the South Ind 
Railway Administration for 33 
and flanged copper locomotive fire! 
plates, to be supplied to the inspect 
of Messrs. Robert White & Partners 


Dorman, Long & Co. Ltd. has recei\ 
an order from the Central Argenti 
Railway Administration for 2,800 pa 
of steel fishplates for 85-Ib. rails. 


The G.W.R. announces the followi 
works to be undertaken at various 
stations and depots : 

Paddington.—Work is in hand for the cor 
version of the premises formerly occupied | 
the Clerks’ Dining Club at the Bristol end of 
No. 1 platform, into messrooms for the uni 
formed staff. Part of the premises will be used 
as a dining club, to be known as Paddington 
(Passenger) Dining Club, and the remaining 
accommodation will be allocated for the use of 
‘* through ”’ guards and dining car staff. 

Shrewsbury.—Five bays of the main roof of 
the locomotive shed at Shrewsbury (Coleham 
are being repaired. This involves the complet 
renewal of the centre portions, some 87 ft. ir 
length, 

Hayle.—Improved accommodation is being 
provided in the station buildings at Hayle, 
and the platform covering is being extended. 


Manufacture of Rolling Stock in 
Lithuania 

After their reorganisation, the central 
workshops of the Lithuanian State Rail 
ways are now able not only to effect 
repairs of the existing rolling stock, but 
also to undertake the construction of 
new rolling stock, learns Reuters Trade 
Service. At the present time the central 
workshops are engaged in building a 
large number of new freight cars and 
luggage vans for both broad and narrow- 
gauge railways. 


Mr. C. R. F. Engelbach, O.B.E., 
M.1I.Mech.E., M.I.A.E., has joined the 
board of Birmid Industries Limited. 
Mr. Engelbach is on the board of the 
Austin Motor Co. Ltd., and was Works 
Director of that company for many 
years. He retired from his executive 
position some little time ago, retaining 
his seat on the board of the company. 
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Crown Agents for the Colonies 


NIAL GOVERNMENT APPOINTMENTS 


PLICATIONS from qualified candidates 
re invited for the following post : 
SSISTANT DISTRICT ENGINEER 
ed for the Government Railways of Pales- 
vr two tours of 18-24 months with pros- 
f permanency. Salary £P430—£P15 
a year, plus expatriation allowance of 
a year and cost of living allowance at 
£P48 per annum. (£P1 equals £1). 
passages and, if married, en wife and 
n and leave on full salary. Candidates, 
-30, preferably single, must be Corporate 
ers of the Institution of Civil Engineers 
id an Engineering Degree recognised as 
exemption from Sections A and B of 
1.C.E. examination. They must have 
xperience on a Home or Colonial Railway 
particular reference to survey, track main- 


ne 
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OFFICIAL NOTICES 


tenance and Railway Civil Engineering prac- 
tice. 

Apply at once by letter, stating age, whether 
married or single, and full particulars of quali- 
fications and experience, and mentioning this 
paper, to the Crown Agents for the Colonies, 
4, Millbank, London, 8.W.1, quoting M/8416. 


Buenos Ayres Great Southern Railway 
Company Limited 


HE Directors of the Buenos Ayres Great 
Southern Railway Company Limited, 
hereby give notice that the Register of Deben- 
ture Stockholders of the Company will be 
closed from Friday, the 26th May, to Friday, 
the 2nd June, 1939, both days inclusive. 
By Order of the Board, 
N. F. E. GREY, 
Secretary. 
River Plate House, 
Finsbury Circus, 
London, E.C.2 
16th May, 1939 


Buenos Ayres Western Railway 
Limited 

HE Directors of the Buenos Ayres Western 

Railway Limited, hereby give notice that 
the Register of Debenture Stockholders of the 
Company will be closed from Tuesday, the 
23rd May, to Wednesday, the 3lst May, both 
days inclusive. 


By Order of the Board, 
N, F. E. GREY 


River Plate House, Secretary. 


Finsbury Circus, 
London, E.C.2. 
l6th May, 1939. 


Universal Directory of Railway Officials 
and Railway Year Book 
44th Annual Edition, 1938-39 
Price 20/- net. 
THE DIRECTORY PUBLISHING CQ. LTD., 
33, Tothill Street, Westminster, S.W.1. 








RAILWAY AND 


‘ordoba Central Trust.—The 
ing payments to holders of the 
er cent. first debenture stock are 
runced (1) 23 per cent., less tax, 
x interest at the rate of 3} per cent. 
innum from October 1, 1938, to 
| 30, 1939, inclusive, warrants to be 
don May 31; and (2) 23 per cent. 
onsideration of the stockholders 

ing sanctioned the modifications set 
the scheme regarding the redemp- 
and repayment of the first de- 

ture stock, cheques to be posted on 
16. The trust was formerly the 
ba Central Railway Co. Ltd. 

Antofagasta (Chili) & Bolivia 

Railway Co. Ltd.—The directors an 
ce that after providing for 
exchange, payments under the lease 
the Aguas Blancas Railway, the full 
ir’s interest on the debenture stocks, 
for the dividend of 1} per cent. 

d on December 14 last on account 

irrears of dividend on the 5 per cent 

\ulative preference there is a 

lance on net revenue account for the 

ir 1938, including £135,030 brought 

rward from 1937, of approximately 
128,880, which it is proposed to carry 
rward. The preference dividend for 

vear 1935 is still in arrears to the 
tent of 24 per cent. 


losses 


stock, 


British Electric Traction Co. Ltd. 
Revenue for the year ended March 31, 
1939, amounted to £728,513, a record 
ure which goes against £669,404 for 
937-38. Subject to audit, the net 
enue, after charging debenture 
terest, amounted to 482,398, an 
crease of £35,926 compared with 
previous year. \fter allowing for 
e full preference and the preferred 
rdinary dividends it is proposed to 
iv the usual dividend of 5 per cent 
the vear on the deferred ordinary, 
gether with the usual bonus of 10 per 
ent., free of tax, in fully paid £1 
ordinary shares. A sum of 
(against £185,323) is added 
profits account. 


eferred 
211,447 
undivided 
Devon General Omnibus & Tour- 
ing Co. Ltd.—This company is jointly 
mtrolled by the British Electric Trac- 


OTHER REPORTS 


tion Co. Ltd., through its subsidiary, the 
National Electric Construction Co. Ltd. 
(50 per cent.), the Great Western Rail- 
way Company (30 per cent.), and the 
Southern Railway Company (20 per 
cent.) The profit for the year 1938, 
after providing for depreciation, was 
£59,170, against £71,036 for 1937. 
Adding balance of £16,255 from the 
previous year makes a total of £75,425, 
against /86,754. A sum of £25,000 
(against £35,000) is appropriated to 
reserve, and the directors again recom- 
mend a dividend on preference shares for 
the year (£10,500), a dividend of 10 per 
cent. and a bonus of 2} per cent. on the 
ordinary shares for the year (£25,000), 
leaving £14,925 to be carried forward 


Oxford Transport Trust Limited. 

This company is controlled jointly 
by the Citv of Oxford & District Tram- 
wavs Co. Ltd. and the British Electric 
Traction Co. Ltd. (through the National 
Electric Construction Co. Ltd.). It is 
a partner with the G.W.R. in controlling 
the Citv of Oxford Motor Services 
Limited, the undertaking which main 
tains the bus services in Oxford and 
neighbourhood. The profit for the 
vear ended March 31, 1939, was £12,591 
(against £10,767 for the previous year), 
to which must be added £2,161 (against 
£1,808) brought forward, making a 
total of £14,752, compared with £12,575 
The directors have paid an_ interim 
dividend of 3 per cent. (tax free), and 
recommend a final dividend of 7 per 
cent. (tax free), and that '£2,501 be 
carried forward. For the previous 
year the dividend was 83 per cent. 
(tax free). 


George Spencer Moulton & Co. 
Ltd.—According to the report for the 
vear 1938, the profit was /62,561, 
against £60,474 for 1937. It is proposed, 
after deducting £7,690 for bank loan 
interest, £17,500 for taxation, making a 
special provision of £10,000 for depre- 
ciation of plant, and appropriating 
£20,000 to reserve, to pay an ordinary 
dividend of 5 per cent. for the year 
(the same as for 1937), and to carry 


forward £20,325, against £22,306 brought 
in. 

Robert Stephenson & Hawthorns 
Limited.—The accounts for 1938 show 
a net profit, after depreciation and taxa- 
tion, of £15,406, compared with £161 
for 1937. The directors recommend pay- 
ment of a dividend of 3 per cent., against 
nothing for 1937, and propose to trans- 
fer £4,000 to general reserve, leaving 
£4,317 to be carried forward, against 
£1,161 brought in. During the year a 
certain amount of locomotive work was 
secured, but the business available was 
again much below the capacity of the 
industry. The company was, however, 
able to obtain a number of orders for 
general engineering work. 

Ransomes & Rapier Limited. 
lrrading profit for the year 1938 
amounted to £102,084, against £84,782 
for 1937. The net profit, after providing 
for maintenance of buildings and plant, 
depreciation, and _ heavier taxation, 
amounted to £26,282, compared with 
£27,187. The final dividend on the 
10s. ordinary shares is 5 per cent. tax 
free, making 7} per cent. tax free for 
the vear 1938, the same as for 1937, 
leaving £3,758 to be carried forward, 
against £2,981 brought in. The works 
at present are employed to full capacity, 
and provided that trade continues at 
the rate experienced during the first 
quarter of 1939 they will remain full for 
the vear. 

Babcock & Wilcox Limited.—Net 
profit for the year 1938 amounted to 
£809,902, against £601,058 for 1937. 
After deducting contributions to staft 
pension funds, £29,038, and adding 
£96,648 brought in, there is a balance of 
£877,512. Provision for income tax 
takes £193,000, and provision for civil 
defence, including A.R.P., £35,000, 
leaving £659,512. The directors recom- 
mend a dividend of 10 per cent. and a 
bonus of 23 per cent. on the ordinary 
shares, leaving £107,102 to be carried 
forward. The total volume of business 
in the home and export markets was 
about the same as in 1937. Additions to 
plant made in the last few years are now 
producing their full results, and are 
partly responsible for the increased 
profit. 
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Railway Share Market 


The undertone of the stock and share the ‘‘ square deal’’ report, publication tinue to rule in the heavy industri 
irkets has remained firm and the up otf which is imminent. railway may have the largest 


vard trend in market values has con- Great Western ordinary has responded expansion in traffics. There are 


nov 
tinued although the amount of business to the activity developing in the iron, widespread anticipations that the fi: 
passing was again small Encouraging coal, and tinplate industries in South ference May receive a payment in 
reports from trade centres continued to Wales, and the price has moved up to of the current year, and the pric« 

influenc sentiment on the Stock E 32, while the 5 per cent. preterence was improvement to 33, while the seco: 
change, where more active market con 33) The 4 per cent. debentures were ference was around 13, the 4 


is are being ahtticipated, granted de fractionally higher at 974, but as, in the first guaranteed 73 and the 4 


pments are such as to create con- case of most other debentures of the main second guaranteed 63} Souther 
n regard to the more immediate line railways, the rise this month has ferred made the higher price of 68 
wtlook for international political affairs rought prices to levels at which the the deferred was slightly bette 
verywhere, ields are virtually on a par with thes while the 5 per cent. preference in 
ecurities of the home railways again obtainable on other securities carrving o 923 London Transport ‘* ¢ 
movements in favour of holders equal investment merits proved to 71, although it is realise 
the good impression created by L.M.S.R. ordinary made*the higher dividend prospects are bound up 
week's tratfics and by the hop price of 143, while a good deai of atten- the question of higher fares in Lond 
upward movement in the latte ion WwW given to the 4 pef cent. 1923 There was little business report 
iccelerated during the next fev prefer stock which, iccording to foreign railway securities and part 
me quarters it is being sug ne n views, has a possibility of a recent gains were lost Debentur 
the end of the half-yea: 3 op cent. payment in respect of the ordinary stocks of the B.A. Gt. Sout 
iy show little change urrent year Che price of the last-named Central Argentine and B.A. Weste 
he first half of tock was higher at 39. while the 4 per acted somewhat sharply, but the 
vidend prospects. of the cent first preference was better at 59 ference stocks had a relatively stea 
being estimated in th The 4 per cent. guaranteed was firm at pearance Antofagasta  preferenc« 
early to have any soli 34 L.N.E.R. issues also reflected the lower on the preliminary statement 
Moreover pects may apward movement, partly owing to the the vear’s working Moderate flu 
; ~ 


iifluences \ ) possibility that, if active conditions con- tions, were shown by Canadian Paci 
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15,350 15,609 
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21.700 19,730 1,970 
2,072 371.052 356,442 + 14,610 
$23,000 $5.778.300 £5 678,300 4 00 000 
6.783 | - 3.078 89.596 96,167 571 
5,353 4,741 7 43,471 63.129 ,658 
$4,657,000 294, 000 674.000 $144,359,006 2 5.000 
61,485 670.650 810,864 214 
¢15.300 ‘ ¢932.389 £904,075 28,314 
527.409 570.858 3,449 
29,225 34.985 5,760 

1,088,873 , 148 263 

9813 9,484 
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,833,182 ,655,.402 177.780 
4 p.c. 


500.400 392.200 595 400 203,200 
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: 0.4 39 2940 | — 5 L 13,985 185 
rth Wester: 30 4.39 83,281 = 1 3 276,004 258 
& Extensior 30.4.39 2 904 “ 10.871 396 
30 4.39 275 4 3 634 092 + 208 

ja & Cl. India 10.5 39 3 2 5 060,27 104.975 700 
ithern Mahratta 20 4.39 ; 351,: 334.346 4 954 
Kur i 30 4 39 2 7 ¢ 56,913 ,424 
20 4.39 108 975 5 25,375 231,155 5.780 
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Mar., 1939 76.658 75 528.588 014 
30.4 39 4.992 8 15.728 537 
April 1939 231,378 35,217 014,313 091 480 ,167 
Mar., 1939 E 1,390 40 138.752 131,004 + 748 
5,428 1 2,457 7,885 —- 428 

74,952 26 173,950 2.512.028 — 338,078 

+ 142,196 

— 223.328 


> 
28,837 4 2,033,740 1,891 .544 
98,193 | 35 6,217,729 6,441,057 
ipproximate current prices and are within a fractio 
ilated @ Is. 6d. to the rupee § ex dividend 
» has lately been so great that the method of converting the Sterling weekly receipts at the par rate of exchange 
stimated. rhe statements are based on the current rates of exchange and not on the par value 





